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P. & P. U. Ry.’s “A” (outgoing) and “B” (incoming) yards—two of the four classification yards. They 
send two to three thousand cars on their way each day—with a total capacity of 3,500 cars. «0 
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With freight hauls lengthening, cialized in fast interchange. Every —_— 
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important than ever before. It is an 
essential element in the full coordi- 
nation of railroad services directed 
toward the fastest possible transpor- 
tation of war-time freight. 

Since 1881 P. & P. U. Ry. has spe- 


miles of track, every piece of equip- 
ment, every man, is 100% engaged 
in that service today. America’s mil- 
lions of men, in all corners of the 
world today, must be served effi- 
ciently. 








P.& P.U.Ry. is 
One of Americas Railroads TR 
— United for Victory = ~ 
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More every day ... on the 
highways of industrial traffic. More still to come, too. 
That’s why it’s high time to consider how many addi- 
tional jobs women are capable of handling efficiently 
with the help of powerful, easy-to-maneuver Tow- 
motor. 

The so-called weaker sex doesn’t have to be strong 
to lift loads as heavy as 10,000 pounds. . 
as fast as 880 feet a minute. . 
25 feet. No sir . 


. move them 
. stack them as high as 
. . put a woman at the “throttle” of 
a Towmotor and she'll save you time, space, man- 
power and money 
man. 


. .. just the same as a Towmotor- 


Current manpower shortages may pass, but you'll 
always be way ahead with mechanized methods of 
moving more materials with fewer men. That’s espe- 
cially true as operators become more proficient. So to 
help lift truck owners train new drivers quickly, to 
help veteran operators increase their skill, and to give 
all operators a new appreciation of their jobs, we 
have just published a new booklet, ““Towmotor Oper- 
ator’s Guide.” Full of helpful load handling data for 
operators of any make lift truck, the “Guide” is free 
for the asking. Just write Towmotor Corporation, 1231 


E. 152nd Street, Cleveland 10, Ohio. 


TOWMOTOR 


THE 24-HOUR ONE-MAN-GANG 


THe TRAFFIC SERVICE 





Corp., 418 S. Market St., Chieago, Ill. 


™ Entered as 
anuary 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879 
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Army Transportation Corps 


The felicitations exchanged between President J. J. 
* Pelley, of the Association of American Railroads, 


i and Major General C. P. Gross, Chief of Transporta- 
i} tion, War Department, the former to the latter com- 


mending the work of the Army Transportation Corps, 
and the latter to the former praising the railroads for 
their cooperation, are fully justified, we think, and are 


-not just courteous phrases indulged in to be polite. The 


corps and the railroads have done and are doing a tre- 
mendous job well. 

The activities of the Army Transportation Corps 
have been fully reported in our columns from time to 
time, but we think its accomplishments and its co- 
operation with the railroads in connection with the 
transportation of army traffic are entitled to be singled 
out for commendation. The contrast with the transpor- 
tation accomplishments thus far in this war with what 
mildly might be called “lack of coordination” in the 
former world war is so great that one may rightly 
marvel at it. . 

Before the government took possession of the rail- 
roads for operation in “the first world war, there was 
widespread congestion of traffic and confusion in the 


efforts made to meet traffic demands. That the cen- 


tralized control resulting from federal operation could 
have been achieved in effect by proper coordination of 
activities of carriers and government without resort 
to government control of the rail properties has been 
demonstrated by the army and the railroads in the 
present war. That, we think, is a great achievement. 

Without a great superstructure such as existed in 
the Railroad Administration in the former war—an 
organization that cost the people many millions of 
dollars—the much greater traffic demands of this war 
are being met much more efficiently. 

Recently, General Gross pointed out that, in this 
war, nearly four times as many troops had been moved 
by rail in this country as were moved in the same time 
in the former war, while army freight shipped by rail 
had increased in approximately the same ratio. Despite 
the much heavier volume of traffic, and with the rail- 
roads having 20,000 fewer locomotives and 500,000 
fewer freight cars, ports, he said, were in a constagtly 
fluid state with not more than 15,000 cars of export 
freight—a minimum working stock—waiting to be un- 
loaded behind east coast ports. He contrasted that con- 
dition with the traffic congestion in the former war. 

General Gross’s organization and the railroads have 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. ; 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. _ 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
eperation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. ‘ 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish cireuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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worked understandingly together. That is one of the 
principal reasons for the splendid accomplishments 
achieved. 

If this arrangement is continued until the end of 
the war and continues to meet demands as it has met 
them, the nation will have avoided another costly epi- 
sode of government operation—and that also will be 
something worth while. 





The American Trucking Associations, Inc., has at 
last removed from the masthead of its publication the 
untrue statement that it is the “only weekly newspaper 
in the motor carrier field.” It can now answer affirma- 
tively, without embarrassment, the trick question: 
“Have you stopped beating your wife?” Now, if it will 
correct its misleading advertising, for which it solicits 
financial aid from those interested in the motor indus- 
try, in which it says untruthfully that the trucks, with 
one twentieth the carrying capacity of the rails, are 
hauling one fourth of the freight load, it will have re- 
instated itself among those who try to tell the truth, 
or at least are too smart to tell an obvious untruth. 





Non Essential Tracel 


If Director Eastman, of the O. D. T., who almost 
® daily makes a plea against non essential travel be- 
cause of the rail passenger congestion and the war 
needs, were to tie up for a week a ten-car train so that 
he and a few cronies could go on a fishing trip into 
Canada, how much attention would be paid to his pro- 
nouncements, except to laugh at them? But that is 
exactly what President Roosevelt did—and he is Di- 
rector Eastman’s boss and the head of the war effort. 
It is well enough to say, as the O. D. T. said, in 
reply to a complaint about the way Mrs. Roosevelt 
wastes transportation, that one should make one’s own 
contribution to the war effort and not look around for 
faults in others, but things don’t work that way. We 
have not yet reached the point in this country where 
the common people take orders or follow suggestions 
while the royal family does as it pleases. 

We haven’t inquired what railroad or what rail- 
road official provided President Roosevelt with the spe- 
cial train for his fishing trip, but there was an oppor- 
tunity to refuse and to get a lot of good advertising and 
merited public praise because of the refusal. The per- 
quisites of royalty are always due, in great measure, 
to the humility and lick-spittle attitude of subjects. 

Anyhow, right or wrong, Director Eastman might 
as well stop appealing to the public to stay off the 
trains—unless he means to issue some orders. And if 
he does issue them they should be obeyed by all alike, 
including the Roosevelts. Maybe that’s one reason he 
doesn’t issue them. 


PASSENGER TRAFFIC STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported passenger revenues totaling $75,606,082 in 
coaches and $47,844,341 in parlor and sleeping cars for April 
as against $31,220,346 and $30,818,293, respectively, in April 
last year, according to a compilation of passenger traffic sta- 
tistics of those roads, other than commutation, prepared by the 
Commission’s Bureau of Transport Economics and Statistics, 
statement M-250. 
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Revenue passengers carried for April totaled 38,462.94) ; 
coaches and 4,808,617 in parlor and sleeping cars as compared 
with 22,094,044 and 3,323,649, respectively, for April last yea: 
Foe the four months ended with April, 1943, as compared 
with the like 1942 period, passenger revenues increased fro 
$109,205,424 to $269,491,409 in coaches, and from $110,053 O58 
to $180,151,212 in parlor and sleeping cars; and revenue pas 
sengers carried rose from 80,587,084 to 146,674,400 in coaches 
and from 12,324,033 to 18,281,209 in parlor and sleeping cars’ 


Army and Railroads 


; J. J. Pelley, president, Association of American Railroads 
in a letter to Major General C. P. Gross, chief of transporta. 
tion, War Department, has commended the establishment of 
the Army Transportaiton Corps, saying that since July last 
year, when the corps was established, the year has seemed 
short “but it has been long enough to prove to the railroads 
and the association the wisdom of the War Department in 
creating the Army Transportation Corps, the soundness of its 
organization and the value of its services, not only to the 
——— companies with which it deals but also to the 
nation.’ 

Replying, General Gross said that he and the other mem- 
bers of the corps had been more than pleased “with the un- 
stinting cooperation which we have received from you, the 
A. A. R. and the American railroads during this first year of 
our existence.” 

“T am confident that we can look forward to a continuation 
of bys same mutual effort in the more trying days ahead,” 
said he. 

A War Department statement telling how the army keeps 
books on the vast flow of supplies from factories through ware- 
houses and into the hands of troops in training or at the front 
revealed that in the first five months of this year the volume 
of tonnage moving in and out of installations in the United 
States averaged slightly over three and one-third million tons 
a month. Projected out to a full year’s basis that made a total 
of over 40,000,000 tons, said the department. 

The three and one-third million tons a month, it said, was 
not far from the tonnage of all the passenger automobiles pro- 
duced in the United States in an average pre-war year. On an 
annual basis, it said, it was a larger pile of physical goods than 
all the passenger cars turned out in the decade before the war. 
Continuing, the department said: 

In fighting on world-wide fronts, some 700,000 different kinds of 
items, ranging from tanks and cannon to shoe laces and spoons, must 
be shipped from points of production to,use. The army has to regulate 
this movement so that at each point of military activity there is a 
balanced supply of needed items with a large enough cushion of extras 
Hd meet emergencies with, at the same time, no oversupply standing 
ladle. 

Under the direction of the stock control division of the Army Serv- 
ice Forces, the flow of this cast tide of equipment is kept in line 
through a simple uniform card indexing system operating in the more 
than 500 stations where supplies are handled. These reports are tied 
in with those of the 126 major supply installations of the procuring 
branches of the Army Service Forces, and thus provide a continuous 
inventory check. As shifts develop in the scope of activity at a depot, 
or the number of men in training at a camp, the flow of material can 
be immediately readjusted so that necessary items can be stepped up, 
or an excess flow cut down and any excess left on hand returned 
promptly to warehouses and reissued to points of growing need. 


_ The War Department has announced the preparation of a 
shipping document for use wholly within the department to 
reduce army paper work in simplifying shipments of war ma- 
terials. The new document is the work of a procedures com- 
mittee of which Major General W. D. Styer is chairman. De- 
tails of the committee’s work were carried on under the direc- 
tion of Lieut. Col. O. A. Gottschalk, while actual drafting of 
the manual incorporating the new procedure was largely the 
work of Capt. J. B. Joynt. 

_ “It is impossible to estimate the amount of paper work that 
this standard procedure will eliminate,” said Lieut. Gen. Brehon 
Somervell, commanding general, army service forces. 

In explanation of the document the War Department said: 


The new War Department shipping document utilizes copies of one 
basic form for every billing, checking, tagging, inventory, and receiving 
operation in the entire movement of military supplies from depots in 
the interior of the United States to overseas ports. For use throughout 
the army service forces, and with minor changes, in the army air forces, 
the document reduces the ten forms customarily required for all ship- 
ments to one three-part form, increases the productivity of checkers at 
supply depots and ports of embarkation about 30 per cent, expedites 
the movement of railway and ocean freight, and permits supply officers 
overseas to make more rapid and accurate disposition of war materiel 
as it is unloaded. 

Implications of the change in shipping methods can be gained by 
reference to the vast supply operations in which A. S. F. is engaged. 
Daily car movements between army service forces depots involve almost 
4,000 freight cars. Last April, the gross tonnage of ships under control 


of the Transportation Corps, A. S. F., was equal to a third of the total 
tonnage of the U. S. merchant marine in 1939. 
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Motor Rate Increase in East 


The Commission by division 2, in a report in I. and S. 
M-2222, Increased Common Carrier Truck Rates in East, has 
fund that a general increase of 4 per cent in the rates and 
charges Of the respondent motor carriers, within trunk-line 
territory and between trunk-line and New England territories, 
will result in just and reasonable rates and charges. The 
Commission also found that the proposed cancelation of the 
so-called “breakdown” rates subject to minimum weights less 
than the normal truckload minimum weights of 23,000 pounds 
in part of the territory, and 20,000 pounds in the other part, 
would be just and reasonable; and that the proposed increase 
in minmum charges “per shipment” by more than the 4 per 
ent general increase authorized had not been shown to be 
just or reasonable. The Commission ordered the suspended 
schedules cancelled on or before Oct. 4 without prejudice to 
the establishment of rates and charges in conformity with its 
fndings, and discontinued the proceeding. 

It is understood that the Middle Atlantic States Motor 
Conference, Inc., will publish the authorized rates as soon as 
possible, probably within a week. ; ; 

By schedules filed to become effective April 12 and 28, the 
conference proposed a straight ten per cent increase in the 
rates of its members and over 500 non-members. That schedule 
was suspended on protest of the Office of Price Administration, 
and at the hearing the carriers amended the proposal to ask 
for a 10 per cent increase in less-truckload rates, a 4 per cent 
increase in truckload rates, cancellation of the “breakdown” 
rates, and an increase of 25 cents a shipment for minimum 
charge shipments. ; 

Examiners Paul Coyle, S. A. Aplin, and B. E. Stillwell, 
in their proposed report in the proceeding, recommended that 
the Commission find the proposed increased rates and charges 
not just or reasonable, with the exception of the cancellation 
of the “breakdown” rates, and that the suspended schedules 
be ordered canceled (see Traffic World, June 19, p. 1455). 

The report said that the motor branch of the transporta- 
tion industry was a vital factor in our war effort and that 
its continued maintenance at present efficiency depended on 
whether it was permitted to earn adequate revenues. The 
war effort and civilian economy would suffer from a breakdown 
in truck transportation, and such a breakdown would harm 
the government’s economic stabilization program more than 
would a necessary increase in truck rates, it said, and con- 
tinued: 


Many respondents are, erd have been, existing on too narrow a 
margin between revenues and expenses; others are operating at a 
loss. The respondents as a whole are not strong enough financially to 
undergo extended periods of unprofitable operation. Some increase in 
rates is reasonable and necessary to accomplish the purpose of the 
national transportation policy. The question is: How much of an in- 
crease should be permitted? 


The report pointed out that the amended proposals would 
result in a revenue increase of approximately 9.7 per cent. 
If the operating revenue in 1942 of 188 class I respondents 
had been 9.7 higher and their total expenses had remained 
the same, their average operating ratio would have been 86 
per cent, and a similar increase in rates in the first quarter 
of 1943 would have produced an operating ration of 89 per cent, 
it said. A general increase of 4 per cent in the rate level 
would produce, ‘“‘as nearly as we can estimate,’ an average 
operating ratio of approximately 93 per cent, ‘which appears 
to be reasonable,’ the report said, and that, “based upon the 
revenues and expenses of the 118 class I trunk-line respond- 
ents during the first quarter of 1943, an increase of 4 per cent 
gross revenues would result in an annual return of approxi- 
mately 30 per cent on their operating property after providing 
or normal income taxes.” 

In concluding that the proposed general increase of 4 per 
cent in truckload rates, applied to all respondents’ rates and 
charges would be just and reasonable, the report said that there 
ad been no sufficient showing “justifying the singling out of 
any particular class of traffic or any group of commodities 
to bear a greater burden of the increase than any other class.” 

Discussing the fact that the respondents feared a loss of 
some truckload business by diversion to rail carriers, and 
Pointing out that the “loss of traffic to a motor carrier does 
hot mean in all cases a corresponding loss in net income,” the 


report said that the respondents had indicated an intention 
to remove all or part of their proposed increase on any tonnage 
which might be lost owing to the existence of lower competitive 
rail rates or rates of motor carriers which were not parties to 
the tariffs of the conference, and added: 


If such a program were put into effect, it would make those ship- 
pers whose traffic is not affected by competition bear the entire burden 
of the carrier’s increased operating costs, and if numerous reductions 
of this type were to be made, another general increase in rates might 
become necessary. We do not favor such a program as that outlined by 
the respondents, and shall watch carefully all filings of reduced rates 
which might indicate that such a program is being put into effect. 


Executives of certain motor carriers had testified to their 
dissatisfaction with the present motor carrier rate structure, 
“which is patterned on that of the rail carriers,” the report 
said. Under the law, it said, they retained their power to 
initiate rate changes, and that they might “proceed to the 
establishment of a rate structure better adapted to truck 
operations so as to equalize more nearly the opportunity of 
all motor carriers to earn a profit, if they are able to do so.” 

The report said that the respondents’ minimum charges 
“per shipment” might be in need of revision upward to a 
greater extent that had been approved in the report. If 
such a need existed, it said, respondents might again present 
the issue for determination on a record adequate for the de- 
termination of that issue. 

In its discussion of minimum charge shipments, the report 
pointed out that, in support of the contention that present 
minimum charges were not compensatory, the respondents had 
relied on a cost study prepared by the respondent, Arrow Car- 
rier Corporation. Except for this cost study, it said, there 
was little evidence bearing on the reasonableness of the pro- 
posed basis of minimum charges other than general testimony 
to the effect that witnesses believed the present charges less 
than reasonably compensatory. The cost study relied on, it said, 
gave little help in determining whether present minimum 
charges were unreasonably low. 

In connection with the “breakdown” rates, the report 
said that they had not been used to any great extent in trunk- 
line territory. A study made by the conference, based on the 
operations of a small group of carriers, indicated that for a 
representative period three-tenths of one per cent of all ship- 
ments weighed from 10,000 to 16,000 pounds, and that two- 
tenths of one per cent weighed over 16,000 pounds but were 
less than the truckload minimum weight. The weight of 
shipments subject to “breakdown” rates, it said, was 7.7 
per cent of the total tonnage moved, and the revenue derived 
from them comprised 7.2 per cent of the carriers’ revenue. 
The report said that “breakdown” rates of the type under con- 
sideration represented a comparatively recent innovation in 
rate-making, the historic method. with some exceptions, having 
been a breakdown between carloads and less than carloads 
for the railroads, and between truckloads and less-truckloads 
for the motor carriers. The Commission had not had occasion 
to review such rates for motor carriers in a comprehensive 
proceeding, the report said, and it was not possible to resolve 
on this record all the questions pertinent to a determination 
of the lawfulness of such a method of making rates, and 
added that “we shall, therefore, not require the respondents 
to continue the limited number of ‘breakdown’ rates under 
consideration here contrary to their judgment, in the light 
of their experience with them, that they should be eliminated.” 

After reviewing the testimony of the respondents concerning 
increases in costs, the report said that “any decision respect- 
ing the issues must be based on conditions as they presently 
exist and as they have been forecast for the future with rea- 
sonable certainty in terms of revenue units of service and not 
upon the expectations of the respondents that their future 
total costs for labor, equipment, maintenance, and other ex- 
penses will increase. In arriving at their estimates respecting 
increased labor costs. respondents’ witnesses took into con- 
sideration wage awards which had not been made, but which 
they anticipated would be made.” 

The quarterly reports of class I motor carriers for the 
first quarter of 1943 reflected increased operating expenses 
referred to by the respondents with the exception of increased 
wage scales which were paid for a part of the quarter only. 
or which had not become effective, the report said. The 
full effect of the increase in tire prices was not felt by ah 
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carriers in the first quarter of 1943, it said, because many of 
them were drawing on their stock-piles of tires purchases 
at pre-war prices. While there was no evidence in the record 
by which the Commission could estimate with sufficient ac- 
curacy “for our present purposes” the effect on respondents’ 
operating expenses of increased labor, tires, or maintenance 
costs, the report said it was possible to test the general testi- 
mony of the respondents’ witnesses respecting increased costs 
and their effect on the carriers’ net income by the operating 
results for the first quarter of 1943, pointing out that no labor 
statistics had been received for class II and III carriers. 

In the first quarter of 1942, it said, the labor costs of 75 
respondents represented 49.3 per cent of their total cost ‘“‘per 
vehicle-mile,” and 51 per cent in the first quarter of 1943. 
The total expense on that basis for 118 trunk-line class I 
respondents, it said, was 18.5 per cent higher in the first 
quarter of 1943 than in the same period of 1942, while the 
total expense for a vehicle-mile for 69 New England carriers 
was 7.4 per cent higher. The report said that for Associated 
Transport, Inc., the expense for a vehicle-mile was 34.5 per 
cent higher than the average expense of its predecessors in 
the first quarter of 1942. Aside from Associated, the report 
said that the increases in expense for a vehicle-mile had been 
almost offset by an increase in operatirig revenues for a vehicle- 
mile, and that the average net operating revenue of the 187 
class I respondents, other than Associated, was only one-tenth 
of one per cent less in the first quarter of 1943 than in the 
same quarter of 1942. 

In a general discussion of the principles of rate-making 
as contained in section 216(i) of the act, the report said that 
some of the respondents were earning substantial profits, while 
others were operating at losses. It was apparent, it said, 
that the general level of rates should not be adjusted upwards 
sufficiently high “to enable all carriers to conduct profitable 
operations. If this were possible in the light of competitive 
conditions and it were done, it said, most of the carriers would 
earn excessive profits. The carriers, however, with operating 
ratios substantially higher than the average had a right to 
propose rates either individually or as a group which would 
provide them an opportunity to earn a fair return if increas- 
ing their rates above their competitors would result in in- 
creased revenues, the report said. 

After discussing the contention of the respondents that 
their profits should be determined after deduction of income 
taxes, and pointing out that some motor carriers were cor- 
porations and others were operated by individuals or part- 
nerships, with corresponding differences in tax requirements, 
the report said that the Commission did not agree that “the 
rates of respondents as a whole should be fixed sufficiently 
high to permit them to pay income taxes, surtaxes, and excess 
profits taxes and retain a normal profit.” 


Newsprint to Brooklyn 


Because the involved movement of newsprint, at $3 a ton, 
ex-lake from Oswego to Brooklyn, N. Y., was merely an inter- 
plant movement from a manufacturing plant to a publishing 
plant both owned by the same interests, and because none of 
the newsprint had ever moved over any other rail line, except 
for switching, and, therefore, no rail carrier had lost any busi- 
ness by reason of the rate, the Commission, division 2, by a 
report and order in No. 28826, Newsprint Paper, Oswego to 
Brooklyn, N. Y., has found the aforementioned rate, and pro- 
posed increased rates to intermediate points, reasonable. It 
found also that the rate to Brooklyn stations was not lower 
than necessary to meet competition with transportation by 
water and not shown unlawful in any respect. The proceeding 
was discontinued. 

In the same proceeding, the Commission granted, on con- 
ditions to maintain the rate found reasonable for application 
to Brooklyn stations, Fourth Section Order No. 14970, author- 
izing the New York, Ontario & Western Railway Co. (Frederic 
E. Lyford, trustee), to establish and maintain higher rates to 
intermedaite points without observing the long-and-short-haul 
provision of the act. 

The newsprint involved, the report indicated, was for the 
Tribune Co., Chicago, and News Syndicate, a New York sub- 
sidiary of the Tribune Co. Ever since their beginning, the Ca- 
nadian mills controlled by the Tribune Co. have guaranteed to 
the provincial governments of Ontario and Quebec (in which 
provinces the two newsprint plants are located), and to the 
newsprint industry in Canada, that none of this newsprint 
would be sold in the open market in competition with any 
newsprint manufactured by any other mill, the report says. 

After touching briefly on the need for additional traffic for 
the New York, Ontario & Western, the report said that the 
road took the position in justification of the $3 rate that the 
movement of the newsprint constituted added traffic; that the 
number of trains operated by it had not been increased by 
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reason of the added traffic; that no extra train mi] 
necessary; and that the gross revenue on the newspri 
rially exceeded the added cost of the transportation thereof 

The report said that the newsprint interests preferred 
transportation by rail at the rate of $3 and a total cost fy 
ship’s hold at Oswego to warehouse at Brooklyn of $4.50 a ro 
in comparison with a total cost of $3.59 by the all-water route 
It also pointed out that three of the motor-ships, under agree. 
ments with the Aluminum Company, could handle a much 
greater tonnage of bauxite “shuttling” between Oswego ang 
Arvida, Quebec, thence empty to the newsprint plant at Baie 
Comeau, thence with newsprint to Oswego, than was possible 
in one continuous movement from New York harbor to Aryj 
thence empty to Baie Caomeau, thence back with newsprint ty 
Brooklyn. 

The report said that, based on 20 cost items, the avera 
out-of-pocket operating expense for a loaded-car-mile on te 
respondent’s line for 1941 was 13.6 cents. The conclusion hoe 
warranted, it said, that the actual average out-of-pocket eXx- 
pense a car-mile in the handling of this added traffic for a 326- 
mile loaded haul was substantially less than 13.6 cents, ang 
that the minimum revenue of 10.85 cents a car-mile, based on 
the tariff minimum of 27 tons, was materially more than out: 
of-pocket expense. It added that the Office of Defense Trans- 
portation required that cars be loaded to full capacity and that 
freight revenue a car from this traffic was greater now than in 


=. past. A 35-ton load, it said, would yield 14.06 cents a car. 
mile. 
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HUDSON & MANHATTAN FARES 


On reconsideration in I. & S. 4394, Passenger Fares of 
Hudson & Manhattan Railroad Co., the Commission in a report 
written by Commissioner Porter has modified its conclusion in 
its report on further hearing, 255 I. C. C. 649, that a proposed 
local passenger fare of 10 cents for use on the downtown line 
of the Hudson & Manhattan had not been justified, but that a 
fare of nine cents had been justified, by authorizing an alterna- 
tive-fare basis of 11 tokens for one dollar, or a cash fare of 
one dime, for application during the remaining period of the 
war and six months thereafter. 

_ Commissioner Miller, concurring in part, joined by Com- 
missioners Mahaffie and Patterson, concurred in the findings 
of the majority only in so far as they afforded relief from the 
requirement imposed in the prior report on further hearing. 
He said he was still of the opinion that the record amply justi- 
fied a finding that the proposed fare of 10 cents for application 
on the respondent’s downtown line, in the manner proposed by 
it, would be reasonable and lawful for the services performed 
and that no particular reason had been given for limiting the 
time during which the proposed fare should remain in effect, 


























Live Stock to and from South 


With the statement -that the requested changes appeared 
to be in the interest of tariff simplification and were unopposed, 
the Commission, in a second supplemental report on reconsit- 
eration, written by Commissioner Porter, in I. and S. No. 4779, 
Live Stock to and from the South, and related cases, on petition 
of defendants and respondents, has further modified its findings 
and order in original report, 253 I. C. C. 241, as modified by 
report and order of July 13, 1943, to permit of grouping as to 
rates on edible live stock, in carloads, in a manner outlined in 
the instant report. 

In its original report, among other things, the Commission 
prescribed rates on edible live stock, in carloads, between points 
in southern territory, from points in southern territory to points 
in official territory, from the western district to southern ter- 
ritory and through that territory to official territory by way 
of the lower Mississippi River crossings. By its supplemental 
report, it permitted establishment of rates from southern ter- 
ritory to points in New York City and its environs, and in New 
England, based on distances computed in the manner thereit 
outlined, and also relieved the carriers of the necessity of mait- 
taining rates to certain destinations on Long Island. 

Petitioners, said the instant report, requested that the Com- 
mission’s order be modified so as to permit (1) intraterritori 
ally between points in southern territory as to origins and des- 
tinations, and interterritorially from points in the western dis- 
trict to points in southern territory as to destinations within 
southern territory, grouping published in Agent R. H. Hoke’s 
I. C. C. No. 200, as amended, to apply in connection with rates 
established pursuant to the order, such rates to be determined 
by use of class-rate distances between base. points in each 
group; and (2) interterritorially from points in southern terti- 
tory to points in official (including Illinois) territory, grouping 
published in the Hoke tariff at origins in southern territory, an 
reasonable grouping at destinations in official (including llli- 
nois) territory, to apply in connection with rates established 
































August 14 ’ | 


yrsuant to 
hort line d 
ifficial-soutt 
janceS to be 

The rat 
he basis of 
or distance: 
ycording t 
yould be in 
iss some fo 
erritory th 


4 will be v 


ation of cl 
afew pages 
ages woulk 
10, 1938, th 
connection | 
ritory. Whi 
represent tl 
gid the C 
tively few ¢ 
that the cla 
line distanc 
shippers or 
riers, the r 
or extent o 
mitted that 
would repr 
rates to all 


We have 
were the pri 
isin conforn 
representativ 
the petition 
northern de: 
specific rate: 
oficial territ 
and stockyar 
the base poi 
ficial territ 
and that alt 
jase points 
any difficult! 
points not ¢ 
the petition 

As the 
simplificatio1 
nodified so 
rates on ed 
southern te 
No. 200, as é 
points in of 
average of t 
Such public 
parties and 
usual course 


N.Y. 


The (¢ 
Aitchison i 
New York 
and to be 
Fast Freig 
139 to 124 
the rate « 
New York 
to the foll 


Rates i 
10,000 or n 
Ney., to ¢ 
month in v 
ance will b 
rates, 


The C 
posed by 
fore Sept. 

The r 
a volume 
the purpo 
warders. 
however,” 
Incorporat 
It was not 
schedules 

The | 
Ments in 
ceived 151 
three full 
shipment 


D 


re 
te. 
of. 
ed 


’ 
te, 


yrsuant to the order, such rates to be determined by use of 
hort line distances from base points in southern territory to 
ficial-southern territory border points plus the class-rate dis- 
ances to base points beyond. 

The rates prescribed were established on Feb. 1, 1943, on 
he basis of the scale by making reference to distance tariffs 
or distances, said the report. The origin and destination points, 
cording to petitioners, it said, were ‘so numerous” that it 
yould be impracticable to effect a satisfactory publication un- 
iss some form of grouping was employed. At points in southern 
erritory the grouping published in the tariff “above referred 
i will be used, which is the same as that used for the publi- 
ation of class rates and petitioners state it would require but 
afew pages of tariff matter whereas otherwise several hundred 

es would be necessary,” said the report. By its order of Jan. 
0, 1938, the Commission said it authorized such grouping in 
ennection with live stock rates then in effect in southern ter- 
tory. While the basis proposed would not in every instance 
present the short-line distances contemplated by its findings, 
gid the Commission, such instances, it was said, were rela- 
tively few and the basis would be used with the understanding 
that the class tariffs would be further amended to reflect short 
ine distances in connection with the live stock rates where 
shippers or receivers so requested. The official territory car- 
riers, the report said, had not definitely determined the form 
ow extent of the grouping to be employed but petitioners sub- 
mitted that such reasonable grouping as might be employed 
would represent a fair average of the prescribed or approved 
rates to all points in the group. The report added: 


We have been advised by the southern state commissions, who 
were the principal complainants in these proceedings, that the petition 
isin conformity with an agreement and understanding reached between 
representatives of the southern interests and the carriers; that while 
the petition does not clearly set forth the grouping to be used as to 
northern destinations the agreement contemplates the publication of 
gecific rates from southern base points to the destination points in 
ificial territory which are specifically designated under the packers 
aud stockyards act as market points, using the short-line distances from 
the base points to those market points, and as to other destinations in 
ficial territory such grouping as may appear reasonable and proper; 
ind that althought they have not been furnished with a list of the 
jase points in official territory to be used they do not anticipate that 
any difficulties will arise in reaching agreement as to the grouping of 
pints not designated as ‘‘market points.’’ No replies were filed to 
the petition and no objection has been received from any source. 

As the changes requested appear to be in the interest of tariff 
simplification and are unopposed, our prior findings and order will be 
modified so as to permit the publication of the prescribed or approved 
rates on edible live stock, in carloads, by grouping the points in 
southern territory in the manner provided in Agent Hoke’s I .C. C. 
No. 200, as amended, and by the use of such reasonable grouping of the 
points in official (including Illinois) territory as will represent a fair 
awerage of the prescribed or approved rates to all points in each group. 
Such publication will, of course, be subject to protest by interested 
parties and suspension of the resulting rates, or any of them, in the 
usual course. 





N. Y. to Chicago Forwarder Rates 


The Commission in a report written by Commissioner 
Aitchison in I. and S. No. 5152, Books, Drugs and Cotton Goods, 
New York to Chicago, has found not to be just and reasonable, 
and to be unjustly discriminatory, schedules filed by Lifschultz 
Fatt Freight, a freight forwarder, proposing to reduce from 
139 to 124 cents the rate on books, and from 124 to 112 cents, 
the rate on drugs, chemicals, and toilet preparations, from 
New York, N. Y., to Chicago, Ill. The rates were made subject 
to the following provision, designated as Note A: 


Rates in this item apply only when the consignee has received 
150,000 or more pounds of freight (less than carloads) from New York, 
N. Y., to Chicago, Ill., in three full calendar months preceding the 
month in which any shipment is made under these rates. No allow- 


ace will be made for delivery to the New York Terminal under these 
rates, 


The Commission ordered cancellation of the schedules, op- 
posed by motor carriers, forwarders and railroads, on or be- 
fore Sept. 14, and discontinued the proceedings. 

The report said the proposed rates, generally referred to 
a volume rates, were defended as having been published for 
the purpose of meeting the competition of other freight for- 
Warders. It cited rates of others and said “none of these rates, 
however,” was subject to a volume restriction similar to that 
Incorporated in note A. Under such circumstances, it added, 
itwas not altogether clear that note A was put in the proposed 
Schedules for competitive reasons. 

The proposed rates, said the report, would apply on ship- 
ments in any quantity, provided that the consignee had re- 
telved 150,000 pounds or more of less-than-carload freight in 
three full calendar months preceding the month in which any 
shipment was made under those rates. A significant provision 
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of note A was that the required amount of freight to be re- 
ceived in the three months period might have been moved 
from New York to Chicago by any means of transportation, 
and not necessarily handled by respondent, it said. It was clear, 
it added, that there would be no way whereby respondent could 
determine whether the consignee had actually received the 
required volume of freight in the specified period except as 
to consignees who might have received the stipulated amount 
from the respondent itself. In part, it added: 


We have long recognized as a sound principle in making transpor- 
tation rates that a reasonable, fair and just difference in rates charged 
upon a weight basis may be made in proportion to the quantity trans- 
ported of an article or commodity when it is tendered and is moved 
as a carload, and when it is tendered and is moved in less-than-carload 
lots. We are not convinced, however, that that principle may be ex- 
tended to justify volume rates—that is to say, rates established by 
freight forwarders on the theory that a consignee who receives a 
specified quantity of freight during a certain period may be accorded 
lower rates on other shipments of the same or different commodities 
in any quantity received in a subsequent period. The principle which 
would support a minimum of 150,000 pounds would support one for 
200,000 or 300,000 pounds equally well, the quantity named would be 
arbitrary in any case. It might easily be made so high as practically 
to be open to the largest receivers only. Something akin to this 
principle was decided in Providence Coal Co. vs. Providence & W. R. 
Co., 1 I. C. C. 107. This was a case where the carrier allowed a dis- 
count from its coal rates to consignees receiving not less than 30,000 
tons within a year. This was found to be unjustly discriminatory and 
hence unlawful. 


The report said in its brief respondent conceded that it 
had failed to justify the restriction contained in note A of the 
suspended schedules. Respondent’s rates on clothing, dry 
goods, and other retail merchandise articles, it said, were now 
subject to a volume restriction similar to that contained in 
note A of the suspended schedules. Respondent suggested, it 
said, that in lieu of the existing restriction it be authorized 
to establish a provision requiring a daily. minimum weight 
of 3,000 pounds and permitting consolidation of shipments from 
more than one shipper. 

“The record does not warrant the requested findings,” 
said the report. “It is obvious that what we have said with 
respect to the lawfulness of the suspended note A applies 
equally to the similar restriction now in effect. The respondent 
will be expected promptly to eliminate the unlawful restriction.” 


PAPER, SOUTHWEST TO OFFICIAL 


By fourth section order No. 14971, entered in Fourth Sec- 
tion Application No. 18885, Paper from the Southwest to Offi- 
cial Territory, embracing fourth-section applications Nos. 
17692, 17747, 17917, 17932, 18259, 18357, 18612, 18868, 18976, 
19656, 19708, 19772, 19773, and 19869, the Commission, division 
2, has authorized, subject to conditions, establishment and 
maintenance of rates on wrapping paper, paper bags, pulp 
board, and other paper articles, carloads, from points in the 
southwest, and certain intermediate points, to destinations in 
official and Illinois territories, without observing the long-and- 
short-haul part of the fourth section. 

The report said that, effective six months after the termi- 
nation of the present war, the relief should not apply to rates 
over routes 33%, and 50 per cent circuitous; that rates to 
higher-rated intermediate points should not exceed rates con- 
structed on the basis of the scale prescribed in Paper from 
the Southwest to Official Territory, 238 I. C. C. 136; and that 
rates as to which relief was authorized, also rates from and 
to higher-rated intermediate points, might include general in- 
creases as authorized in 1942. 

Commissioner Splawn concurred, saying, among other 
things, that he could find no sound reason for imposing in this 
proceeding, effective six months after the war, any different 
limitations on circuitous routes than those which had been 
imposed in connection with similar rate adjustments on paper 
in adjoining territories. 


Railroad Abandonments 


In Finance No. 14130, Chesapeake & Ohio Railway Co. 
Abandonment, the Commission, by division 4, has authorized 
abandonment by the C. & O. of that portion of its so-called 
Blue Jay subdivision extending in a southerly direction from a 
point 2,000 feet south of Glen Junction to the end of the track 
at a point about one-half mile beyond Flat, approximately 
14.66 miles, in Raleigh and Mercer Counties, W. Va. The line 
was formerly owned and operated as a logging railroad by the 
Blue Jay Lumber Co. and was acquired by the applicant in 
1931. The application was opposed principally on the ground 
that the line would be needed in the future to serve coal de- 
posits available in the tributary territory adjacent thereto, said 
the Commission. The line had not been operated for several 
years, said the Commission, in finding that it did not appear 
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that the employes could possibly be affected. A representative 
of the Order of Railway Conductors had requested that the 
Commission retain jurisdiction to consider the question whether 
conditions should be imposed for protection of employes who 
might be adversely affected by the abandonment. The Com- 
mission declined to grant the request. The Commission said 
there was no apparent public need for the line, as in the last 
lg five years the traffic had been adequately handled by 
truck. 


Oregon Short Line 


The Commission, by Commissioner Mahaffie, has issued an 
order in Finance No. 13751, Oregon Short Line Railroad Co. 
et al. Abandonment, further extending until Aug. 20 the effec- 
tive date of the certificate authorizing abandonment by the 
Oregon Short Line, and operation by the Union Pacific, of the 
so-called Paris branch in Bear Lake county, Idaho. The action 
was taken at the request of the federal court for the central 
Utah division, after D. H. Kunkel, of the chief counsel’s staff, 
had advised the Commission that the court had announced 
from the bench that it would sustain the Commission’s order. 
The court asked for extension of the effective date of the cer- 
tificate in order to give the state of Idaho and the Public Utili- 
ties Commission of that state time in which to appeal from the 
decision in the second suit which those bodies had brought to 
set aside the Commission’s order and certificate (see Traffic 
World, June 26, p. 1521). 


T. and N. O. 


The Texas & New Orleans Railroad Co. has applied to the 
Commission, in Finance No. 14307, for authority to abandon 
and dismantle the portion of its branch line from Sena Junc- 
tion, Tex., to Damon, Tex., consisting of 2,732 miles of main 
track in Fort Bend county and 3.106 miles of main track and 
0.821 miles of side track in Brazoria county, Tex. Applicant 
said the line had been operated with continuing deficits and 
its maintenance and operation was and would continue to be 
an unjustifiable burden on its revenues and its other opera- 
tions. The rails and track materials, it added, were urgently 
needed for renewals and repairs on other parts of its lines. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 





W-693, Bayside Oil Co., Inc., doing business as Bayside 
Towing Co., Application. By division 4. Application for a cer- 
tificate authorizing continuance of an operation instituted be- 
tween Jan. 1, 1940, and Feb. 1, 1941, as a common carrier by 
water in the transportation of commodities generally between 
points in Alabama, Louisiana, Mississippi, and Texas, denied. 
The report found that applicant had failed to establish that the 
present or future public convenience or necessity required the 
operation for which authority was sought. 

W-655, Ross Towboat Co., Boston, Mass., Applications. By 
division 4. On finding applicant’s operations to be those of a 
common carrier, certificate granted, effective Oct. 20, author- 
izing continuance of operations as such a carrier by towing 
vessels in the performance of general towage between ports 
and points along the Atlantic coast and inland tributary water- 
ways north of and including New York Harbor and contiguous 
harbors, but not including points on the Hudson River above 
the New York Harbor area. The Commission dismissed an 
application for exemption under section 303(e) of the act. Com- 
missioner Miller dissented from the report to the extent it 
granted “grandfather” authority to perform general towage 
south of Rhode Island, saying applicant failed to make requisite 
showing to entitle it to such authority. 


*W-170, W. T. Burton Co., Inc., Sulphur, La., Applications. 
By division 4. Effective Sept. 18, applicant exempted from the 
provisions of part III of the act in respect of operations under 
which it furnishes for compensation, under charter, lease, or 
other agreement, its vessels to persons other than carriers sub- 
ject to the act, for use by such persons in marine construction, 
between ports and points in Louisiana and Texas on the Gulf 
of Mexico and its tributaries, on finding regulation not neces- 
sary in order to effectuate the national transportation policy 
declared in the act. Applicant filed applications for a permit 
to continue operations in the transportation of commodities 
generally, and in the performance of towage, from and to 
points in Louisiana and Texas, for exemption for chartering of 
its equipment to parties engaged in the oil-producing business, 
and for exemption for.chartering of its vessels for marine con- 
struction. The Commission dismissed the application for ex- 
emption for furnishing of vessels to persons for transportation 
included within the terms of the order in Ex Parte No. 146, 
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Oil Field Equipment, Marshlands, Louisiana and Texas. It 
dismissed the application for a permit to operate as a contract 
carrier. 







Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob. 
tained by prompt application to the Commission.) 









Flour 


No. 28844, Arkansas City Flour Mills Co. et al. vs. Alton 
& Southern Railroad, et al. By division 2. Complaint dismisseg, 
Proportional rate sought to be applied from Kansas City, Mo, 
to Cincinnati, O., on flour, in carloads, milled in transit from 
wheat originating beyond Kansas City, applicable shipped be. 
tween Oct. 20, 1937, and May 5, 1938. The report said that the 
tariff containing the rates named 25.5 and 17 cents under the 
heading “Proportional” but that the 17-cent rate carried the 
abbreviation “Prop’!” in the column showing the points to which 
the rates applied, among which was Cincinnati. The 17-cent 
rate was subject to a rate reference prior to the time the ship. 
ments moved which restricted the rate to traffic destined be. 
yond Cincinnati. This note reference, the report said, was 
omitted from the tariff during the period of movement, but 
was restored after the shipments moved. Complainant’s posi- 
tion, it said, was that because of the omission the 17-cent rate 
was applicable on shipments to Cincinnati proper. Under a 
reasonable interpretation of the tariff the abbreviation “Prop’)” 
indicated that the 17-cent rate was applicable to Cincinnati on 
traffic destined to points beyond, the report said, and found 
that the applicable proportional rate from Kansas City was 
25.5 cents prior to March 28, 1938, and 27 cents on and after 
that date. Chairman Alldredge dissented, saying that defend- 
ants undoubtedly made a mistake in the publication of a sup- 
plement to one of their grain tariffs, but that “we should con- 
strue the supplement just as it stands.” The 17-cent rate, he 
said, was not restricted so as to exclude its use on traffic des- 
tined to Cincinnati proper and it “clearly applied as against the 
rate of 25.5 cents which defendants say is the correct rate.” 


Nets 


No. 28901, Linen Thread Co., Inc., vs. Pope & Talbot 
(McCormick Steamship Co. Division), et al. By division 2. 
Reparation awarded. All-freight rate of 225 cents charged for 
the transportation of six shipments of net and netting in 
the period from June 18, 1941, to Oct. 20, 1941, from Balti- 
more, Md., to San Francisco, Calif., over all-water routes 
through the Panama Canal, inapplicable. The schedule pub- 
lishing the 225-cent rate, the report said, authorized its ap 
plication only when the governing tariffs did not provide for 
the application of specific rates, currently maintained, on 
specified articles of commerce. The sole issue, it said, was 
as to the real nature of the property that composed the ship- 
ments and found that the articles in question had been suff- 
ciently advanced in the process of manufacture so that they 
could properly be described as nets. Applicable rate found 
to be 65 cents, minimum 30,000 pounds, and found that com- 
plainant had been damaged in the amount of the difference 
between the charges paid and those which would have accrued 
at the applicable rate. 











































Bicycles 


I. and S. M-2138, Bicycles, Westfield, Mass., to New 
England and East. By the Commission. Proceeding discon- 
tinued. Proposed increased rates on bicycles from Westfield, 
Mass., to Baltimore, Md., Wilmington, Del., Washington, D. C, 
and certain points in New Jersey and Pennsylvania, just and 
reasonable. By schedules filed to become effective Nov. 2, 
1942, by Middle Atlantic States Motor Carrier Conference, 
Inc., and suspended on protest of the Office of Price Adminis- 
tration, it was proposed to cancel any-quantity commodity 
rates, which would result in application of class rates b 
on an exceptions rating of one and one-half times first class, 
any quantity. The report said the proposed rating was higher 
than the classification basis, and that respondents had col 
tended that the commodity rates were not compensatory fo 
the transportation of bicycles, the density of which was 
low that something less than 5,000 pounds constituted a loai 
for an ordinary motor vehicle of 1,000 cubic feet capacity. 


Radio Cabinets 


No. MC C-232, Emerson Radio & Phonograph Corporation 
vs. Seaboard Freight Lines, Inc. By the Commission. Com- 
plaint dismissed. Rate charged on any-quantity shipments of 
table-type radio cabinets from Leominster, Mass., to New York, 
N. Y., found applicable and not shown to be unlawful. In 1940 
approximately 260,000 pounds of cabinets were shipped 
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mplainant estimated that two-thirds of that quantity was 
. rted by the defendant, said the report. Charges were 
gllected by the defendant at the second-class rate of $1.21, 
+ said, but that in June or July, 1940, defendant concluded 
nat the any-quantity first-class rate of $1.77 was the applicable 
ate arid billed complainant for the alleged undercharges. The 
port said the rating provided on radio cabinets was based 
n the transportation characteristics of the types transported 
Wy truck, and that some had a greater weight per cubic foot 
an others. Defendant, it said, had measured and weighed 
nany packages of the radio cabinets, and had found each 
measure approximately 5 pounds a cubic foot. Complain- 
wnt contended for a weighted average of 6.65 pounds, said the 
report, but that even if that average was _accepted, “we do 
sot feel that we would be justified in finding the applicable 
ating unreasonable.” Commissioner Splawn dissented, saying 
te report placed too much emphasis on density as a factor 
in classification and rate making, to the exclusion of all other 
factors. , 
Paints 


I. & S. No. 5208, Paints, Minnesota to Colorado. By division 
), Proposed concelation of a commodity rate on paint, paint 
materials and related articles, in less than carloads, from Frid- 
yy, Minneapolis, Minnesota Transfer, and St. Paul, Minn., to 
grtain destinations in Colorado, just and reasonable. Order of 
sispension vacated, and proceeding discontinued. By schedules 
fled to become effective April 1, and suspended until Nov. 1 on 
protest of the Office of Price Administration, respondent rail 
carriers proposed to cancel the commodity rate of $1.38 on 
mints, paint materials and related articles, in less than car- 
lads, from the aforementioned Minnesota points to certain des- 
tinations in Colorado, and to make effective in lieu thereof rates 
which were higher for quantities less than 5,000 pounds, and 
higher in some instances where they were subject to a minimum 
of 5,000 pounds. The report said that the $1.38 rate was orig- 
inally established to meet the competition of a less-truckload 
rate of $1.38 on all freight from Minneapolis and St. Paul to 
Denver, maintained by Buckingham Transportation Co., a motor 
arrier, and that the motor-carrier rate was canceled April 8. 
Motor carriers now maintained throughout this territory rates 
on the bases proposed by the respondents, it said. The general 
basis for paints, in less than carloads, throughout western trunk- 
line territory, is 55 per cent of first class, the report says, and 
that the commodity rate of $1.38 was the only departure from 
this general basis. There was no evidence, it said, of a difference 
in transportation conditions which would warrant this departure, 
and that the proposed change would place the affected points 
on the same basis as to other points in western trunk-line terri- 
tory. As to the opposition of O. P. A., the report said the record 
would not support a finding that the proposed rates would have 
any unfavorable effect on the national economy. 


Limestone 


*No. 28889, Great Lakes Sugar Co. vs. C. & O., et al. By 
the Commission. Report written by Commissioner Patterson. 
Applicable charges at rate of $3.02 sought to be collected on 58 
carloads of crushed limestone shipped between Sept. 20 and 
Oct. 25, 1939, inclusive, from Calcite, Mich., to Findlay, O., 
unreasonable to the extent they exceeded charges that would 
have accrued at a rate of $1.42. Shipments found not to have 
been misrouted and defendants authorized to waive collection 
of outstanding undercharges of $5,931.11. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 8600, Werner Transportation Co., Minneapolis, Minn., 
common carrier, embracing MC 8600, Sub. 1, Same (Form 
BMC 8). Certificate granted on further hearing in MC 8600, 
and prior report, 26 M. C. C. 803, modified. Continuance in 
operation, general commodities, with exceptions, between 
Minneapolis and St. Paul, Minn., on the one hand, and Chi- 
cago, Ill., on the other, over regular routes, serving specified 
intermediate and off-route points; from Duluth, Minn., Superior, 
Wis., and points in a described territory in Minn. to Milwaukee, 
Wis, and Chicago, over irregular routes; and from points in 

0k and Lake counties, Ill., to Duluth, Minn., and Superior, 
Wis., and points in a described territory in Minn., over irregu- 
lar routes. Certificate denied in MC 8600, Sub. 1, general 
commodities, with exceptions, between specified points in IIl., 
Wis., and Mo., over regular routes, or between specified points 
In Wis. and points in described territories in Ill., and Mo., 
over irregular routes. 

*MC 13780, Sub. 1, Sofia Brothers, Inc., New York, N. Y., 
extension. Certificate denied. Household goods between points 
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in Ala., Fla., Ga., Ill., Ind., Ky., La., Me., Mich., Miss., Mo., 
N. H., N. C., O., R. L, S. C., Tenn., Vt., W. Va., and Wis. 

*MC 39682, Sub. 1, Charles P. Hart, Los Angeles, Calif., 
extension. Certificate denied. General commodities, with 
exceptions, between points within 10 miles of San Francisco, 
Calif., and between points within the Los Angeles, Calif., 
commercial zone and the Los Angeles Harbor commercial zone, 
in connection with operations presently authorized between 
Los Angeles and San Francisco. 

*MC 30001, Boushell Carrier Co., Inc., Stroudsburg, Pa., 
common carrier. On further hearing, findings in prior report, 
23 M. C. C. 804, modified, and certificate granted as to 
continuance of operation of general commodities, with excep- 
tions, between points in Pa., and points in N. J., and N. Y.; of 
household goods, between points in Pa., on the one hand, 
and points in N. J., N. Y., O., Conn., Mass., Md., and D. C., 
on the other; and specified articles and equipment used in 
maintaining golf courses, between Stroudsburg, Pa., and points 
in N. J., Conn., R. I., Mass., and D. C., and in specified areas 
in Del., and Md., and in the area defined in New York, N. Y., 
Commercial Zone, 1 M. C. C. 665. 

*MC 73627, Odessa Sales Corporation, Odessa, Mo., contract 
carrier. Permit granted. Continued operation, specified com- 
modities for a certain class of shippers, from Kansas City, Kan., 
to New Orleans, La. 

*MC 103428, H. W. Andes, Birdsboro, Pa., common carrier. 
Applicant’s operations in the transportation of coal from Baums- 
town and West Lawn, Pa., to points in Del., Md., and N. J., 
found in part to be those of a common carrier and proceeding 
reopened for further hearing, at a time and place to be fixed 
by the Commission, solely with respect to the issue of public 
convenience and necessity. 

*MC 102004, Hubert D. Gage, Red Hook, N. Y., common 
carrier. Dismissed on finding applicant’s operations in the 
transportation of agricultural lime, fertilizer, spray materials, 
coal, and empty crates, between points in N. Y., on the one hand, 
and points in Conn., N. J., Pa., and Mass., on the other, to be 
those of a private carrier and not subject to the interstate 
commerce act, except as to the provisions of section 204(a) (3). 
*MC 10240, Manhardt Storage Co., Milwaukee, Wis., com- 
mon carrier, embracing MC 24918, Chester E. Manhardt, broker 
application. Certificate granted in MC 10240 as to continuance 
of operation of household goods between points in Wis., and 
between points in that state, on the one hand, and points in 
Ill., Ind., Ia., Mich., Minn., Mo., Neb., N. Y., O., and Pa., on 
the other; and license granted in MC 24918 authorizing oper- 
ation as a broker of transportation of household goods between 
points in Wis., on the one hand, and points in the U. S., except 
those in Minn., Ia., Mo., Neb., Ill., Ind., Mich., O., Pa., and 
N. Y., on the other. 

*MC 40858, Sub. 12, Silver Fleet Motor Express, Inc., Louis- 
ville, Ky., extension. Certificate granted. General commodities, 
with exceptions, over a specified alternate route in Ala., serving 
Tyner, Tenn., as an off-route point in connection with applicant’s 
presently authorized regular-route operations. 

*MC 100363, Coast Transit, Inc., Seattle, Wash., extension. 
On further hearing, findings in prior report, 29 M. C. C. 825, 
that public convenience and necessity do not require operation 
aS a common carrier of general commodities between Seattle 
and Bellingham, Wash., over regular routes, affirmed and cer- 
tificate denied. 


*MC 80504, Shein’s Express, Inc., Trenton, N. J., common 
carrier. On further hearing, findings in prior report, 29 M. C. C. 
817, modified and certificate granted as to continuance of opera- 
tion by successor copartnership of general commodities between 
Philadelphia, Pa., and Wilmington, Del., over specified routes, 
serving all intermediate and specified off-route points. 

*MC 47912, Jones Transfer Line, Inc., Hartford, Wis., com- 
mon carrier, embracing MC 84593, Same, contract carrier. 
On finding that the holding by applicant of both a certificate 
and permit for transportation of the same commodities within 
the same territory would not be consistent with the public inter- 
est and the national transportation policy, applicant afforded 
opportunity, within 60 days, of electing to modify the outstand- 
ing certificate in MC 47912, authorizing transportation of gen- 
eral commodities, with exceptions, between Milwaukee and 
Mayville, Wis., or to divest itself of either the common carrier, 
or contract carrier operation in MC 84593 authorizing trans- 
portation of specified commodities between Hartford, Wis., and 
Chicago, Ill. 

*MC 2, Sub. 3, Truck Transport, Inc., South Bend, Ind., 
extension. Permit denied. Roofing and building materials from 
South Bend, Ind., to points in Wis., Mo., Ia., Ky., and a defined 
area in Pa., from East Chicago, Ind., to points in Wis., Mo., Ia., 
Ky., Ill., O., Mich., and a defined area in Pa.; and glassware 
from Streator and Alton, Ill., to points in Mich., O., and Wis., 
and from Dunkirk, Ind., to points in Ind. Mich., Wis., Mo., O., 
Ill., Ia., Ky., and a defined area in Pa. 

*MC 3261, Kramer Brothers Freight Lines, Inc., Detroit, 
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Mich., common carrier. On further hearing, findings in prior 
report, 32 M. C. C. 814, modified, and certificate granted as 
to continued operations, general commodities, with exceptions, 
in serving certain off-route points in Md., N. Y., N. J., O., and 
Pa., in connection with regular-route operations authorized 
in the prior report. 

*MC 25894, Nick Stefanile, Ridgefield, N. J., common car- 
rier. On further hearing, findings in prior report, 19 M. C. C. 
807, modified, and certificate granted as to continued opera- 
tions, specified commodities, between New York, N. Y., and 
points in Bergen, Essex, Hudson, Passaic, and Union counties, 
N. J., on the one hand, and points in Conn., Mass., N. Y., and 
Pa., on the other, and between New York, N. Y., on the one 
hand, and points in Bergen, Essex, Hudson, Passaic, and Union 
counties, N. J., on the other, and of scrap tin cans from New 
York, N. Y., to Edge Moor, Del. 

*MC 43475, William Gordon Glendenning, St. Paul, Minn., 
common carrier, embracing Sub. 1, Same, extension. Certificate 
granted to Glendenning Motorways, Inc., as successor in inter- 
est to William Gordon Glendenning and Ada V. Sloan, as to 
continued operations in MC 43475, (1) general commodities, 
with exceptions, (a) between St. Paul, Minn., and points in 
the Chicago, Ill., commercial zone, and Fargo, N. D., and 
between points in Wis., and (b) from St. Paul to points in 
Minn., and from specified points in Minn., to Chicago, IIl., 
and (2) of special commodities from or to specified points in 
Minn., Wis., and Ia., and Chicago, IIl.; and extension of opera- 
tion in MC 43475, Sub. 1, as to specified commodities from or 
to specified points in Minn., and Wis., and Chicago, III. 


*MC 103509, Frank Rossi, Baltimore, Md., common carrier. 
Denied. Passengers and their baggage, in charter service, from 
Baltimore, Md., and points within 20 miles thereof, to points 
m Md... Va., N. C., W. Va. Del, Pa., N..J., N. Y.,.and D. C. 

*MC 103937, Sub. 1, Edward Oressey, Scranton, Pa., ex- 
tension. Certificate granted. Coal, Scranton, Pa., and points 
within 20 miles thereof, to Jersey City, N. J., and New York, 
WN. Y. 


*MC 65491, George W. Brown, New York, N. Y., common 
carrier, embracing Sub. 1, Same, extension. On further hear- 
ing in MC 65491, findings in prior report, 26 M. C. C. 399, 
modified, and certificate granted as to continued operations, 
general commodities, with exceptions, between points in N. Y., 
Pa., Md., Mass., R. I., N. J., Conn., Va., and D. C. Certificate 
denied in MC 65491, Sub. 1, as to extension of operations 
as a common carrier of general commodities, with exceptions, 
between points in Conn., Del., D. C., Md., Mass., N. J., N. Y., 
Pa., R. L, Vt., and Va. 


MC F-2148, Ontario Freight Lines Corporation, Oswego, 
N. Y., Lease, Onondaga Freight Corporation, Syracuse, N. Y. 
Application of the former for authority to lease operating 
rights of the latter dismissed for lack of jurisdiction. The 
Commission found that lessee was not a “carrier” within the 
meaning of section 5 of the act and it issued an order effective 
20 days from Aug. 4 vacating its order of May 17 authorizing 
temporary operation of the properties involved. : 


MC 71, Jay Rountree (successor in interest to J. A. Rob- 
ison), Texarkana, Tex., common carrier, embracing MC 59468, 
Sub. 4, H. E. English, extension, and MC 72988, Sub. 1, J. A. 
Robison, extension. On further hearing, finding in 22 M. C. C. 
355 that applicant in MC 72988, Sub. 1, had failed to establish 
“erandfather’” common carrier rights affirmed, and certificate 
granted in MC 59468, Sub. 4, as to continued operation, general 
commodities, with exceptions, between Shreveport, La., and the 
Louisiana-Texas state line, over a regular route, serving all 
intermediate points. 

MC 73202, Cleo Ramsey, Burlington, la., contract carrier, 
embracing MC 73202, Sub. 1, Same, common carrier, Sub. 2, 
Same, common carrier, MC 101186, Same, common carrier, 
MC 101186, Sub. 1, Same, common carrier, and MC FC-14621, 
Godfrey, Purchase, Ramsey. On further hearing, applicant 
in MC 101186, Sub. 1, formerly a portion of MC 39925, as 
successor in interest to W. F. Hoffman, found entitled to con- 
tinue operations as a common carrier of general commodities, 
with exceptions, between Burlington, Ia., and Milwaukee, Wis., 
and of specified commodities between various points in II1., 
Ind., Ia., Minn., Mo., and Wis., and certificate granted. On 
further hearing in MC 101186, findings in prior report, 23 
M. C. C. 870, affirmed and public convenience and necessity 
found to require operation as a common carrier of soap, in 
truckloads, from Burlington to points in Wis., and of canned 
fruits and vegetables from points in Wis., to Burlington. Ap- 
plications Nos. 73202, Sub. 1 and MC 73202, Sub. 2, denied, and 
applications Nos. MC 73202 and MC FC-14621 dismissed for 
want of prosecution. 

MC F-21400, Armand J. Bourque, et al., control, Mackenzie 
Coach Lines, Inc. Authorities, subject to condition, acquisition 
by Armand J. Bourque, Gerald R. Robinson, and Peter D. 
Palombo, of Rye Beach, N. H., Ogunquit, Me., and Beverly, 
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Mass., respectively, of control of Mackenzie Coach Lines, Inc f < 
Boston, Mass., through purchase of capital stock. vb Le 
*MC 1503, Sub. 29, Central Greyhound Lines, Inc., New ‘anatior 
York, N. Y., extension. Certificate granted. Passengers, hag. ase bee 
gage, express, newspapers and mail between New York, N ¥ oe not repr 
and Secaucus, N. J., over a specified route, with no Service the Daily T' 
at any intermediate points, and with certain other restrictions 
Commissioner Mahaffie dissented in part. ‘@ mI. and 
*MC 4923, Reefer Transit Line, Inc., Chicago, III., com. Mug. 7 until 
mon carrier, embracing Sub. 1, Same, extension. On reegn. Myge 8 tO Scl 
sideration, in MC 4923, findings in prior report, 34 M. C, ¢ ie. The Sus! 
805, reversed, applicant found to be a contract carrier, ang j§und minim 
permit granted as to continuance of operations, specified com. Mortland, an¢ 
modities, from, to or between points in IIl., Ia., Kan., Mo Mountain | 
Neb., N. Y., N. J., O., Pa., and W. Va. On reconsideration j, In I. anc 
MC 4923, Sub. 1, findings in prior report, 34 M. C. C. 965 Mug. 7 until 
denying contract carrier rights, affirmed. Bihed in suf 
*MC 8989, Sub. 5, Howard Sober, Inc., Lansing, Mich, Middiewest | 
extension. Certificate granted. New and used automobiles me suspend 
trucks, tractors, trailers, chassis, bodies, and parts thereof Mgmmodities 











one or to, or between defined points or territories in the United 
tates. 

*MC 2161, National Delivery Association, Inc., Washington 
D. C., common carrier, embracing MC 2162, Same, contract 
carrier, MC 11322, Same, broker application, and MC 30875, 
Maurice Kressin, contract carrier. Certificate granted in 
MC 2161 and MC2162 as to continued operation, household 
goods between points in 27 states and D. C., and new furniture 
and typewriters, between specified points in various states, 
Application in MC 11322 denied on finding operation as a broker 
in arranging transportation of general commodities and house- 
hold goods not consistent with the public interest and the 
national transportation policy, and application denied in MC 
30875 on finding applicant, Maurice Kressin, to have failed 
to establish the right to a certificate or permit under the 
“grandfather” clauses to transport general commodities and 
household goods between any points whatsoever. 

*MC 59875, William Albert Stackpole, Manchester, N. H., 
common carrier. On reconsideration, findings in prior reports, 
27 N. C. C. 810, and 41 M. C. C. 825, modified so as to author- 
ize applicant to serve Salmon Falls, N. H., and Lawrence, 
Mass., as off-route points in connection with authority previously 
granted. Certificate granted accordingly. 

*MC 77038, Sub. 2, North American Van Lines, Inc., Cleve- 
land, O., extension. Certificate granted. . Household goods 
between points in the U. S. 

*MC 22229, Terminal Transport Co., Inc., Indianapolis, Ind, 
common carrier, embracing Sub. 1, Same, extension. On fur 
ther hearing in MC 22229, findings in prior report, 26 M. C.C. 
807, modified, and certificate granted as to continued opera- 
tion, general commodities, with exceptions, between Atlanta, 
Ga., and Indianapolis and Speedway, Ind., and from Indianapolis 
and Speedway to Birmingham, Ala., and cotton and rayon piece 
goods from Cordova, Ala., and Crawford, Jefferson, Lindale, 
and Trion, Ga., to Indianapolis. Certificate granted in MC 
22229, Sub. 1, as to general commodities, with exceptions, 
from Birmingham to Indianapolis and Speedway, over speci- 
fied routes, and subject to certain restrictions, between Atlanta, 
Ga., and Birmingham, over U. S. Highway 78. 

*MC 83885, United States Trucking Corporation, New York, 
N. Y., contract carrier. On further hearing, finding in prior 
report, 30 M. C. C. 41, that operation was that of a common 
carrier, reversed, and permit granted as to continued opera- 
tion as a contract carrier of specified commodities of unusual 
value, over irregular routes, between points in Conn., Del., D.C. 
Md., Mass., N. -H., N. J., N. Y., and Pa. The report found 
that the holding by applicant of a certificate and a permit to 
the extent indicated would be consistent with the public inter- 
est and the national transportation policy. 


CUSTOMHOUSE BROKERS’ FEES 

Fees and charges of customhouse brokers are exempted 
from price control through an action announced by the Office 
of Price Administration. 

The exception is granted by O. P. A. in response to rep- 
resentations by these brokers that control over their rates 
causes an unnecessary burden on their activities. This arises 
from the fact that the material decrease in the number of im- 
port transactions since the beginning of the war leaves the 
customhouse brokerage field oversupplied and has resulted in 
greater competition from such oversupply. Moreover, the prac 
tices of customhouse brokers are subject to regulation by the 
Treasury Department. 

Exemption of the fees and charges of customhouse brokers 
from price control was allowed by O. P. A. after representative 
importers had substantiated the validity of the brokers’ com 
tentions. The exception is provided through the issuance of 
amendment No. 33 to revised supplementary regulation No. Il 
to the general maximum price regulation and takes effect 
August 17. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
mit have been suspended. Suspension orders contain many sched- 
yles not reproduced here. Details of such orders are published in 
me Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2274, the Commission has suspended from 
7 until March 7 the operation, in part, of first revised 

bce 8 to Schedule MF-I. C. C. No. 7 of Gordon Ray, Baker, 
te. The suspended schedules propose to establish new 30,000- 
und minimum rates on petroleum products from Linnton, 
ytland, and Willbridge, Oregon, and Vancouver, Washington, 
»Mountain Home, Idaho. aes 
‘Jn I. and S. M-2275, the Commission has suspended from 
ug. 7 until March 7 the operation of certain schedules pub- 
ished in supplement No. 7 to tariff MF-I. C. C. No. 20 of 
jddlewest Motor Freight Bureau, Agent, Kansas City, Mo. 
me suspended schedules propose to increase rate on various 
gmmodities between Duluth and Twin Cities, Minn., on the 
me hand, and various points in Wisconsin, on the other. 

In I. and S. M-2276, the Commission has suspended from 
wg. 7 until March 7 the operation of all schedules pub- 
hed in tariff MF-I. C. C. No. 3, of Pinson Transfer Company, 
pc, Pikeville, Ky. The suspended schedules propose to estab- 
sh a proportional rate of 55 cents per 100 pounds on various 
smmodities from Ashland, Ky., to numerous points in south- 
astern Kentucky. 

In I. and S. M-2277, the Commission has suspended from 
iy. 7 until March 7 the operation of certain schedules pub- 
ished in supplement No. 18 to National Motor Freight Classi- 
jation No. 6, MF-I. C. C. No. 12, I. C. C. No. 12 and FF-I. C. C. 
Wy, 12, issued by C. F. Jackson, Agent, Washington, D. C. 
fe suspended schedules propose to establish classification 
atings of second class, less truckload, and fourth class, mini- 
mm 30,000 pounds, on seasoned, cooked, frozen vegetables, 
plicable to and from all territories. 

In I. and S. M-2278, the Commission has suspended from 
jug. 9 until March 9 the operation of certain schedules pub- 
ished in supplement No. 5 to exceptions tariff MF-I. C. C. 
No. 21 of Middlewest Motor Freight Bureau, Agent, Kansas 
jty, Mo. The suspended schedules propose to cancel, either 
m joint line traffic, or on both single line and joint line 
taffic, classification exceptions ratings in mid-western States 
m various commodities grouped under the headings, canned 
ods, petroleum products, and iron and steel articles, in 
iolume quantities. 

In I. and S. M-2279, the Commission has suspended from 
jugust 9 until March 9, the operation of certain provisions 
s published in schedule MF-I. C. C. No. 9, of Clarence W. 
inkoff, Pittsburgh, Pa. The suspended provisions propose to 
stablish a reduced contract carrier minimum charge of 50 
‘ents per 100 pounds on dairy products from Indiana points 
to Pittsburgh, Pa. 

In I. and S. No. 5246, the Commission has suspended from 
Aug. 10 until March 10, the operation of certain schedules as 
published in Minneapolis & St. Louis Railroad Company’s tariff 
LC. C. No. B-1076. The suspended schedules propose to revise 
the rules governing the inspection and disposition of grain at 
eee Minneapolis, Minnesota Transfer and St. Paul Park, 


In I. and S. No. 5247, the Commission has suspended from 
Aug. 12 until March 12, the operation of certain schedules as 
published in supplements Nos. 10, 11 and 12 to Agent R. H. 
Hoke’s tariff I. C. C. No. 848, and supplements Nos. 14, 15 and 
I to joint tariff, Agents R. G. Raasch’s I. C. C. No. 515, R. H. 
Hoke’s I. C. C. No. 745 and B. T. Jones’ I. C. C. No. 3621. The 
suspended schedules propose to restrict the rates on merchan- 
ise from points in central and Illinois territories to destina- 
tions in the south so that they will not apply on shipments in 
straight carloads. 





FREIGHT FORWARDER APPLICATION 


Irving Bernstein, doing business as Bernstein Service, of 
New York, N. Y., has asked the Commission in W-469, for 
authority to continue operation as a freight forwarder through 
use of the facilities of common carriers by motor vehicle, in 
the transportation of general commodities between points in 
the states of New York, Connecticut, Massachusetts, Virginia, 
North Carolina, and South Carolina. 


FORWARDER RATE INCREASE PROPOSALS 


The effective date of the forwarder tariffs protested by the 
Detroit Board of Commerce (see Traffic World, Aug. 7, p. 295), 
With permission of the Commission has been postponed from 
Aug. 12 to Sept. 30. The tariffs, representing an interim effort 
® the part of the forwarders pending completion of perma- 
tent tariffs, were to have been effective from Aug. 12 to Sept. 
%. The expiration date of Sept. 30 has been retained but if 
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the forwarders are not ready with substitute tariffs by that 
time they will ask permission to extend the date of Sept. 30. 
In asking permission to postpone the effective date from Aug. 
12 the forwarders said they wished to correct errors and make 
other changes in the tariffs that were to have become effective 
on that date. 





FREIGHT FORWARDER ACTION 


The Commission, division 4, by an order in FF-45, Canadian 
Consolidated Car Co., Ltd., Freight Forwarder Application, has 
denied the application of another subsidiary of U. S. Freight 
Co. for a permit to continue operation as a freight forwarder. 
In the order, the Commission referred to its report and order 
of July 14 in FF-43, Universal Carloading & Distributing Co., 
Inc., Freight Forwarder Application, in which it had issued 
a single permit to Universal as one of four forwarder applicants, 
all subsidiaries of U. S. Freight Co., because, it said, they were 
operated as one business organization (see Traffic World, 
July 24, p. 177). 


N. Y¥. COMMUTATION FARES 
The Commission has issued an order discontinuing its in- 
vestigation in No. 28815, Commutation Fares in New York 
State, following its report and order on further hearing, dated 
April 6, 1943, in Ex Parte 148, revoking authority granted 
in the original report in the proceeding, 248 I. C. C. 545, to 
continue increases in interstate commutation fares. 





RATES ON USED CONTAINERS 


Fruit and vegetable shippers and the transportation divi- 
sion of the Department of Agriculture have asked the Official 
Territory lines to reconsider declination of a request for 
establishment of substantially reduced rates on used containers 
from all points in Official Territory to Southern Territory 
points. The shippers are seeking a rate equivalent to 17% 
per cent of first class on used containers and parts, minimum 
15,000 pounds. 

There is now in effect a rate of 64 cents on used con- 
tainers from New York, Philadelphia, Baltimore and Washing- 
ton, to all points in the Florida peninsula, with an expiration 
date of Sept. 30. Extension of the expiration date is to be 
sought by shippers. 

The request for the rate of 17% per cent of first class. 
according to shippers, rests on the shortage of containers for 
fruit and vegetable shipments from the south. The proposal 
contemplates the shipment of the used containers in refriger- 
ator cars. 

Railroad opposition to the proposal rests in part on a 
contention that the rate sought is entirely too low. Another 
rail contention is that return of the used containers from the 
north to the south would result in use of old containers not 
fit for northbound shipments. 





SUGAR SHIPPING ZONES 


The Office of Price Administration has issued its eighth 
revised zoning order 1 under rationing order 3 establishing 
zones and authorizing certain deliveries, shipments and trans- 
fers of sugar, effective Aug. 9. 


USED COMMERCIAL VEHICLE PRICES 


The Office of Price Administration has issued its revised 
maximum price regulation 341, effective Aug. 16, covering 
maximum prices for used commercial vehicles. The revision 
was made, it said, to adjust maximum prices for “as is’ 
trucks and commercial vehicles to bring them more nearly 
in line with values of vehicles in better than average condition. 


COMMISSION ORDERS 


MC F-2160, Watson Bros. Transportation Co., Inc., lease, C. L. 
Hancock. Petition of applicants for dismissal of application of Watson 
Bros. Transportation Co., Inc., for authority under Section 5, inter- 
state commerce act, to lease a portion of operating rights of C. L. 
Hancock, dba St. Joseph-Concordia Truck Line, granted and application 
dismissed. 

MC F-2245, Decatur Cartage Co., Inc., of Indiana, purchase, Royal 
Transit, Inc. Application under section 210a(b) requesting approval of 
temporary operation by Decatur Cartage Co., Inc., of Indiana, of cer- 
tain properties of Royal Transit, Inc., denied. 

MC C-211, Sugar from Colorado to Kansas and Missouri; and 
MC C-203, A. T. & S. F. et al. vs. A-1 Truck Line et al. Petition for 
reopening and reconsideration tendered by Western Rail Carriers be 
filed and that other parties to proceeding be permitted to file answers 
to said petition for reopening and reconsideration on or before 
August 19. 

1. & S. 5146, Terminal charges at Pacific Coast ports. 
granted leave to file petition for 
August 20. 

MC F-2134, R. E. Guerin Trucking Co., Inc., purchase, Ralph L. 
Davis. Applicants’ petition for reconsideration of order of March 30 


Respondents 
reconsideration on or _ before 
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denying application for temporary authority under section 210a(b) 
dismissed. 

MC F-2241, Harrison Motor Freight, lease, Laura Scheck. Appli- 
cation under section 210a(b) requesting approval of temporary opera- 
tion by Harrison Motor Freight of certain properties of Laura Scheck, 
dba Beach Transportation Co. denied. 

MC 6741 Sub. 1, F. S. Willey Co., Inc., common carrier application; 
and MC 6741 Sub. 2, F. S. Willey Co., Inc., extension, Rhode Island. 
Reopened for reconsideration. Order of January 26, as subsequently 
modified to become effective August 31, vacated. 

No. 28421, B. & O. et al. vs. Cleveland Union Stock Yards Co.; No. 
28421 Sub. 1, Same vs. Livestock Terminal Service Co.; and No. 28400, 
Delivery of live stock shipments at Cleveland, Ohio. Petitions filed by 
Cleveland Union Stock Yards Co. and Livestock Terminal Service Co., 
respectively, for rehearing reconsideration and modification of findings 
and order and of replies thereto filed by complainants, denied. 

No. 28913, Washington Eljer Co. et al. vs. American-Hawaiian 
Steamship Co. Complaint dismissed. 

No. 28928, Michigan United Waterproof Division of Central Paper 
Co., Ine., vs. Pere Marquette et al. Complaint dismissed. 

No. 28934, Pomona Tile Manufacturing Co. et al. vs. Union Pacific 
et al. Complaint dismissed. 

MC 42261, Langer Transport Corp., common carrier application. 
Reopened for reconsideration solely to determine whether applicant is 
entitled to continue operation as a common carrier to transport general 
commodities, except articles of unusual value, dangerous explosives, 
commodities in bulk, commodities requiring special equipment, and 
household goods as defined in Practices of Motor Common Carriers of 
Household Goods, 17 M. C. C. 467, between points in New York in the 
zone defined in New York, N. Y., Commercial Zone, 1 M. C. C. 665, 
2 M. C. C. 191, Paulsboro, N. J., and points in New Jersey on and north 
of New Jersey Highway 40 from the Atlantic Ocean to Camden, and 
on and east of a line beginning at Camden and extending along New 
Jersey Highway 25 to junction with U. S. Highway 206 near Borden- 
town, N. J., thence along U. S. Highway 206 to junction with U. S. 
Highway 202, and thence along U. S. Highway 202 to the New Jersey- 
New York state line, on the one hand, and, on the other (1) points 
in New York within the area bounded by a line extending from the 
Hudson River along the New York-New Jersey state line to junction 
with New York Highway 42 at Port Jervis, N. Y., thence along New 
York Highway 42 to Monticello, thence along New York Highway 17 to 
junction with New York Highway 30, thence along New York Highway 
30 to junction with New York Highway 7, then along New York High- 
way 7 to junction with U. S. Highway 20, thence along U. S. Highway 
20 to Albany, N. Y., thence along New York Highway 43 to junction: 
with New York Highway 66, thence along New York Highway 66 to 
junction with U. S. Highway 20, thence along U. S. Highway 20 to the 
New York-Massachusetts state line, thence along the New York-Massa- 
chusetts and the New York-Connecticut state lines to Port Chester, 
N. Y., including Long Island, N. Y., and points on said boundary lines. 
and (2) Claymont, Del., over irregular routes. 

Order of April 30, as subsequently modified to become effective 
August 31, in so far as it denied applicant right to continue above- 
described operations vacated. 

MC F-2179, Modern Transfer Co., Inc., operation, York-Buffalo 
Motor Express, Inc. Petition of applicants for dismissal of applica- 
tion by Modern Transfer Co., Inc. for authority under section 5, 
interstate commerce act, to operate properties of York-Buffalo Motor 
Express, Inc. granted and application dismissed. 

No. 28763, Hougland & Hardy, Inc., et al. vs. Ahnapee & Western 
et al. Order of May 29 modified to become effective October 7 on not 
less than 30 days’ notice, instead of September 7. 

No. 28883, Teegardin Live Stock Co. vs. Panhandle & Santa Fe 
et al. Defendants’ petition for reconsideration and oral hearing denied. 

MC C-356, Mrs. Fred Beckman, dba Beckman Truck Service, et al. 
vs. Oscar Stroot, dba Stroot Serving Co. Complaint dismissed. 

MC 11207, Deaton Truck Lines, Inc. (Successor in Interest to C. D. 
Deaton), common carrier application; MC 11207 Sub. 1, Deaton Truck 
Lines, Inc., extension, southeastern states; and MC 11207 Sub. 3, 
Deaton Truck Lines, Inc., extension, steel articles. MC 11207 only, 
reopened for reconsideration. Order of February 23, as subsequently 
modified to become effective September 30, insofar as it denied appli- 
cation in MC 11207, vacated. 

No. 28863, Wool and mohair rates. 
and proceeding discontinued. 

1. & S. 5136, Iron or steel to Pacific Coast for export. Order of 
June 29, modified to become effective October 20, on not less than one 
day’s notice, instead of August 12. 


Order of July 31, 1942, vacated 


FINANCE APPLICATIONS 

Finance No. 14308. Maine Central Railroad Co. asks authority to 
issue promissory notes for principal amounts not exceeding a total of 
$1.600,817.25 and interest on account of indebtedness heretofore in- 
curred under 4 conditional sale or lease agreements for purchase of 
equipment, entered into in the period June 13, 1939, to Nov. 28, 1941. 

Finance No. 12414, Supplemental. Minneapolis & St. Louis Rail- 
way Co., and Minneapolis & St. Louis Railroad Corporation, ask 
amendment of the Commission’s reports and orders of March 4, 1941, 
and March 9, 1942, so as to eliminate the issuance of first mortgage 
bonds, and to approve the form of general mortgage bonds, series A 
(4 per cent income) and the form of the general mortgage, to be 
issued in lieu of previously proposed second mortgage bonds; authority 
to issue general mortgage bonds as aforementioned in the aggregate 
principal amount of $2,015,000 for the purposes to the same creditors 
of the railroad company and in the same amounts as heretofore author- 
ized by the Commission in respect of second mortgage bonds, series A 
(4 per cent income), and in connection with the acquisition by the new 
company of certain sections of railroad of the railroad company, and 
other property; authority to substitute First National Bank of Minne- 
apolis as corporate trustee of the general mortgage, in lieu of Guar- 


anty Trust Co. of New York as corporate trustee of the second 
mortgage. 





TRAFFIC Worty Qugust 14, 19 

MC F-2275, Joseph E. Faltin, dba J. E. Faltin Motor Tr 
tion, of Manchester, N. H., asks authority to purchase certain ope 
ing rights of Eastern Express & Haulage, Inc., of Long Island Gee 
N.Y. ty, 

MC F-2276, The Greyhound Corporation, dba Greyhound Lines 
‘Chicago, Ill., asks authority to acquire control of Penn-Ohio Co 7 
Lines Co., of Youngstown, Ohio, through ownership of capital aa 

MC F-2277, Fitterling Transportation Co., Inc., of South Benq 9 
‘asks authority to acquire control of Shippers Dispatch, Inc., of Chica . 

Ill., through ownership of capital stock. 80, Oe 

Finance No, 14304, Mississippi Valley Barge Line Co., of st, Loui 
Mo., asks authority to lease all of the equipment and operating right, 
of Campbell Transportation Co., of Pittsburgh, Pa. 

Finance No. 14305, Baltimore & Ohio Railroad Co., asks authorit 
to issue not to exceed $5,774,557.53 aggregate principal amount eo 
promissory notes in evidence of, but not in payment for, unpaid in- 
debtedness under conditional sale agreements for the acquisition of 
certain equipment. 

MC F-2274, Clara T. Schien, dba Schien Truck Lines, of Sedalia 
Mo., asks authority to purchase certain operating rights of Lawrence 
A. Elliott dba Lawrence A. Elliott Truck Transportation, of Jefferson 
City, Mo. 

Finance No. 14300, Little Miami Railroad Co., and Columbus & 
Xenia Railroad Co., ask authority to merge the Columbus & Xenia into 
the Little Miami; Little Miami Railroad Co. asks authority to purchase 
the railroad and property of the Dayton & Western Railroad Co,; and 
the Pennsylvania Railroad Co. asks authority to acquire control of the 
Little Miami through issuance by the Little Miami of capital stock in 
exchange for outstanding capital stock of the Columbus & Xenia, The 
application said that the Pennsylvania and its affiliated companies 
owned 40 per cent of the outstanding capital stock of the Little Miami, 
and all outstanding capital stock of the Columbus & Xenia, with the 
exception of 341 shares held in trust for the Columbus & Xenia, ang 
30 shares in the hands of the public. 

Finance No. 14302, Little Miami Railroad Co. asks authority t 
issue capital stock of an aggregate par value of $1,786,200, and deliver 
same in exchange, share for share, to the holders of a similar aggre 
gate par value of capital stock of the Columbus & Xenia Railroad Co, 
and the Pennsylvania Railroad Co. asks authority to assume obligation 
and liability, as lessee, in respect of said capital stock. 

Finance No. 14303, New York Central Railroad Co., asks authority 
to acquire, by purchase, the properties and franchises of the $¢t, 
Joseph, South Bend & Southern Railroad Co. 

MC F-2272, Buffalo Storage & Carting Co., of Buffalo, N. Y., asks 
authority to purchase certain operating rights of Cleveland & Buffalo 
Transit Co., Inc., of Cleveland, Ohio, and temporarily to operate, 

MC F-2273, Contract Cartage Co., of Pontiac, Mich., asks authority 
temporarily to operate the motor-carrier properties of B. W. Preussel, 
dba Trailer Convoy, of Mt. Clemens, Mich. 
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PETITIONS FOR REHEARINGS, ETC. 

No. 28772, St. Louis Cooperage Co. vs. N. Y. C. et al.; No. 28780, 
Same vs. Ill. Cen. et al.; No. 28780 Sub. 1, Same vs. Wabash et al; 
and No. 28785, Same vs. Pennsylvania et al. Complainant asks for 
reopening and reconsideration, by entire Commission. 

MC F-1962, Watson Bros. Transportation Co., Inc., lease, Harry 
Jaffa, dba Jaffa Transportation, Jaffa Transit. Watson Bros. Trans- 
portation Co., Inc. asks stay of date of compliance order until March 1, 
1944. 

MC F-2170, Square Deal Cartage Co., lease, John P. Fleming dba 
John P. Fleming Driveaway Service. Square Deal Cartage Co. and 
John P. Fleming Driveaway Service ask application dismissed, 

MC F-2245, Decatur Cartage Co., Inc. of Indiana, purchase, Royal 
Transit, Inc. Royal Transit, Inc. asks for reconsideration for tem 
porary authority to lease portion of their operating rights. 

MC F-2076, A. S. H. Bender, control, Arco Auto Carriers, Ine. 
A. S. H. Bender and Arco Auto Carriers, Inc., ask for reconsideration, 
rehearing, and/or further hearing. 

MC F-2219, H. Maynard Gould Co., purchase, Walter A. Sabins and 
William A. Sabins (Walter A. Sabins, administrator.) H. Maynard 
Gould Co., vendee, and Walter A. Sabins and William A. Sabins, Walter 
A. Sabins, administrator, dba W. A. Sabins and Son, vendor, ask leave 
to amend application to include within authority therein sought for 
transfer of certain operating rights of vendor to vendee rights granted 
to vendor in MC 30359 Sub. 2 TA. 

MC F-1678, Suuthwestern Greyhound Lines, Inc., merger, Arkansas 
Motor Coaches, Limited, Inc.; MC F-1679, Southwestern Greyhound 
Lines, Inc., issuance of stock; and MC F-1680, The Greyhound Corpor 
tion, issuance of stock. Southwestern Greyhound Lines, Inc., asks fot 
further postponement of entry of order denying application. 
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OPA TERMINAL SERVICE RULING 
An increase of a quarter of a cent a case in the charges 
of terminal operators and wharfingers in Oregon and Washing 
ton for terminal services of handling and storage of canne 
salmon has been authorized by the Office of Price Regulatio 
in amendment No. 17 to revised supplementary regulation No 
14 to the general maximum price regulation, effective Aug. 1! 
The new rates and charges are 2% cents a case of 48 cans? 
salmon for handling, loading and unloading, and 1% cents! 
case for storage in terminal warehouses. Technically, S@4@ rie pr 
O. P. A., the operators and wharfingers in Oregon and Wé stating: ye 
ington were authorized to charge rates not in excess of M& i) pi 
rates and charges set forth in Seattle Terminal Tariff and filet Such pro 
with the Washington Department of Public Service. It sal! thjust ar 
a study of the operations of the Pacific northwest marin ;; such 
terminals had indicated the need for adjustment of exisUM§ a), 2, 
rates on salmon in order to permit the continued performan poate 
of essential terminal services by the wharfingers in the p0 
cities of Oregon and Washington. 















Proposed Reports 


jmerican Carloading Rates 


In a proposed report in I. & S. M-2148, Minimum Rates of 

ymerican Carloading Corporation, Examiner D. C. Dillon has 
eeommended that the proposed minimum class-rate provisions 
plicable to traffic handled by American Carloading and con- 
ycting lines be found just and reasonable, and that the pro- 
ing be discontinued. 
By schedules filed to become effective Dec. 12, 1942, and 
yer, Central States Motor Freight Bureau, Inc., proposed as 
gent for American Carloading to establish provisions that the 
ginimum rate applicable on traffic handled by applicant under 
jint class rates with connecting carriers should be fourth class, 
50 per cent of first class, when the haul was over one con- 
ecting line; third class or 70 per cent of first class when the 
ul was over two connecting lines, and combination rates» if 
te haul was over three or more connecting lines. 

On protest of the Office of Price Administration, the sched- 
ies were suspended until July 12, and the report said respond- 
at had voluntarily further postponed operation of the sched- 
yes until Oct. 12. The protestants, it said, alleged that the 
minimum rate provisions would increase many rates above the 
level of those in effect Sept. 15, 1942, and that the burden was 
m respondent to justify such increases. Respondent had con- 
ceded that the minimum rate provisions would result in an in- 





































































ority cease in many rates, but alleged that the proposed minimum 
. St. mtes were lower than those published in its individual-line 
wiffs, the report said. Respondent, it said, had cancelled its 
asks § ndividual-line tariff, effective April 7, 1943, and that it ap- 
iffaloB eared that the cancelation resulted in increased rates on some 
arity right which moved in less than truckloads at class rates based 
ssei @” Classification rating higher than third class from and to 
'Gwints on lines of connecting carriers, and that operation of the 
uspended schedules with respect to other shipments would re- 
wt in no change from the present basis. 
8780, Irrespective of the meager information of record as to the 
 al.; Byactical effect of the proposed charges, the examiner said he 
s for Bras of the opinion that the suspended schedules had been justi- 
larry ied, as the respondent had made a prima facie case in justifica- 
rans gon and that there was no rebuttal thereof. The principal 
ch 1,gmanges in the level of the applicable rates, he said, had been 
trought about by cancelation of respondent’s individual-line 
, dba ariff, and that such cancelation was not protested. The desire 
and fof respondent to protect itself in its participation in joint-line 
(lass rates applicable over the lines of several hundred carriers, 
y3 parties to the bureau’s tariffs, was reasonable, he said, and that 
*™ Bthere was no evidence that application of the restrictive provi- 
tne Sons would result in unreasonable rates on any particular 
ation (affic. 
S and 
nara e * « 
vated Protective Service Against Cold 
eave 
for In his proposed report in No. 20769, Charge for Protective 
anteig Service to Perishable Freight, Protective Service Against Cold, 
bracing No. 28375, N. S. Sage vs. The Alton Railroad Co. 
cansas§ ét al, (see Traffic World, Aug. 7) Examiner F. L. Sharp de- 
~ trmined the cost of furnishing such service, and recommended 
we tases for reasonable future charges for optional and com- 
pulsory services on average distance scales for four groups. 
ln addition, he recommends finding that the railroads are not 
inder lawful obligation to permit shippers to provide protective 
arge’ service against cold in transit, but that the rule which permits 
hing: only certain shippers to provide such service is unduly prefer- 
= fntial and prejudicial; that the so-called “shippers’ protective 
latiog “TVice” rules be consolidated in one clear rule and that the 
n Nog POvision in certain of the rules that services will be afforded 
g. 10 oily when heaters and fuel are available is unlawful; that the 
ns 0 oads be required to discontinue offer of service without 
nts § charge to fewer than all shippers of a commodity, or to fewer 
sail than all competitive commodities; that rules governing car- 
vashq “ets’ protective service be consolidated under a single title 
f the stating clearly all the services which they hold themselves out 
: filed to furnish; that failure of the carriers in the east to provide 
+ sail such protective service in the territory served by them is 
raring “Just and unreasonable and that carriers be required to estab- 
isting h such a service; and that the demand of Pacific-northwest 
naneé apple and pear shippers for carriers’ serviced based on tem- 


, *rature within the car is reasonable, and that carriers should 
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be required to establish such service. 
missal of the complaint in No. 28375. 

The title proceeding involves the investigation instituted 
by the Commission on Aug. 19, 1937, into the charges of all 
common carriers by railroad, applicable under section 5 of the 
Perishable Protective Tariff for the protection against cold of 
perishable freight from and to all points of origin and destina- 
tion in continental United States, and the cost of such service. 
In addition to all common carriers by railroad, respondents 
included Pacific Fruit Express Co.; American Refrigerator 
Transit Co.; Burlington Refrigerator Express Co.; Merchants 
Despatch Transportation Corporation; Fruit Growers Express 
Co.; and Western Fruit Express Co. 

An appendix to the proposed report carries a tabulation of 
four recommended mileage rate bases for optional service and 
for compulsory service between twenty-seven states. In order 
to maintain charge relationships approximately as they now 
exist, the weighted average distances covered by shipments 
moving in the 1937-1938 heater season have been divided into 
four groups, ranging from one to 599 miles, from 600 to 1,099 
miles, from 1,100 to 1,599 miles, and all distances of more than 
1,600 miles, the report says. The group charges arrived at by 
a consideration of the cost data in the report, and after certain 
corrections, were shown as $5, $9.50, $13.50, and $15 a car for 
compulsory service, and as $8.50, $18.75, $26.25, and $28.50 for 
optional service for mileage groups 1, 2, 3, and 4, respectively. 

The report is divided broadly into a consideration of so- 
called “shippers’ protective service,” and of “carriers’ protective 
service.” The term “shippers’ protective service’ as applied to 
the rules involved is not appropriate for the reason that the 
shipper does not perform any service, but merely instructs the 
carrier as to the service he desires, says the report. It recom- 
mends that certain of the rules for these services be consoli- 
dated under the title “specified protective service against cold,” 
in order to promote clarity and uniformity, and that the con- 
solidated rule include a definite statement as to where heaters 
will be installed. The provision that service would be offered 
only when heaters and fuel were available should be found 
unlawful, the report said. 

It recommends that the Commission find that respondents 
“are not under a lawful obligation to permit shippers to pro- 
vide protective service against cold in transit with their own 
caretakers and/or facilities, but that when such permission is 
granted it must be extended to all shippers upon equal terms 
and conditions. The Commission should further find that Rule 
510 fails to extend such permission to all shippers upon equal 
terms and conditions and is unduly preferential and prejudi- 
cial.” 

Under the heading of ‘carriers’ protective service against 
cold,” the report said that the effect of Rules 522 and 523 was 
that the shipper who originated, outside of “heater territory,” 
a shipment of any commodity other than bananas, cocoanuts, 
pineapples, and potatoes as specifically excepted from the rules, 
and neither requested protective service nor directed that it 
not be furnished, was entitled to have the shipment accorded, 
without charge, within “heater territory” and in the area out- 
side of “heater territory” west of the Mississippi River, the 
same character of protective service that is furnished, when 
requested, only within “heater territory” under Rules 509 and 
515 and charged for as provided in those rules. The service 
offered under Rules -522 and 523, it said, was more liberal than 
any protective service available for shipments originating within 
“heater territory” or in any part of the area east of the Mis- 
sissippi River outside of “heater territory.” The potential 
preference and prejudice inherent in the rules is such that 
they should be discontinued, says the report. 

It recommends consolidation of the rules covering car- 
riers’ protective service under a single title. The rule, it says, 
should state the service which the carriers hold themselves 
out to furnish and should include all of the provisions govern- 
ing that service, variations to be covered by a division of the 
rule and applicable alike to all traffic similarly situated. 

The report says that carriers’ protective service against 
cold continues to be arbitrarily cut off at the Illinois-Indiana 
state line, and that the eastern carriers still contend that 
additional facilities would have to be provided in order to 
enable them to furnish such service. The necessity of procur- 
ing additional facilities, it says, is not a justification for re- 

fusing to render reasonably adequate service. Dismissing 


He recommended dis- 
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the contention of the eastern carriers that the establishment 
of such service would cause the carriers “to become insurers” 
and “automatically impose a claim of liability on the carriers,” 
because there would be a complete record with which to oppose 
fraudulent claims, the report said the Commission should find 
the failure of the eastern carriers to provide the service within 
the territory served by them, subject to a restriction as to 
overheating, was unjust and unreasonable and that the car- 
riers should be given a reasonable time to establish such 
service. If they do not, it says, the Commission should reopen 
the proceeding for such further action as may be necessary. 


Shippers of apples and pears from the Pacific northwest 
have felt the need for many years of a service which would 
protect their shipments from frost and freezing, and yet not 
expose the fruit to overheating, the report says, and that the 
parties and shippers agreed that so-called “inside control” 
afforded the most satisfactory service so far developed. The 
purpose of inside control, it says, is to add only the minimum 
of heat required for the maintenance of temperatures as close 
as possible to the optimum for fruit storage. The Commission 
should find that this demand of the shippers is reasonable, the 
report recommends. The respondents should be given a 
reasonable time in which to establish such service, or the 
Commission should reopen the proceeding for further necessary 
action, the report recommends. 


As to the cost of the service, the report said that the 
respondents had offered no justification for their claim of a 
return based on 6.5 per cent, but it appeared that the rate 
was used in their formula because it was used by the Com- 
mission in the refrigeration part of this proceeding, 214 I. C. C. 
684. Protective service against cold, as afforded by the re- 
spondents, did not entail storing up large quantities of a 
highly perishable article such as ice that might become a total 
loss, said the report. It added that the record disclosed no 
circumstances which would justify the allowance of an amount 
over and above a return of 6 per cent after providing for all 
reasonable costs which had been disclosed. 


In No. 28375, the report recommended a finding that the 
assailed tariff provision, which the complainant had contended 
should be optional rather than mandatory, had not been shown 
unreasonable and that the complaint be dismissed. The ma- 
jority of the shippers desired the service, it said, and pointed 
out that rates for compulsory service were lower than the 
corresponding rates for optional service. 


HANER MOTOR SALE 


In a report in MC F-2129, Days Transfer, Inc., Purchase, 
Charles Delos Haner, Examiner Curtis R. Engelhart has rec- 
ommended that the Commission approve and authorize, sub- 
ject to conditions, purchase by Days Transfer, Inc., of Elkhart, 
Ind., of operating rights and property of Charles Delos Haner, 
doing business as Haner Cartage, of Detroit, Mich., and issue 
a certificate authorizing operation by Days Transfer, Inc., as 
a common carrier of general commodities, with exceptions, 
over regular routes, between Detroit and Ann Arbor, Mich. 





Proposed Reports 


Soy Beans 


No. 28922, California Cotton Oil Corporation et al. vs. 
Alton et al. By Examiner Leonard Way. Rates charged on 
soy beans, carloads, shipped since November, 1942, from east- 
ern defined transcontinental groups to destinations in California 
and Oregon, milled in transit at Los Angeles and Long Beach, 
Calif., applicable and not unreasonable, but unduly prejudicial 
and in violation of the fourth section. The examiner said the 
Commission should find that the applicable rates were and for 
the future would be unduly prejudicial of traffic milled in 
transit at Los Angeles or Long Beach and unduly preferential 
of traffic from and to the same points, milled in transit on 
defendants’ lines in connection with joint through rates; that 
complainants were not shown to have been damaged by undue 
prejudice; that reparation be denied and outstanding under- 
charges should be collected; and that the undue prejudice and 
violation of section 4 should be removed. 


Grain Proportionals 


I. and S. No. 5180, Grain Proportionals to Louisiana, em- 
bracing fourth section application No. 20135, Proportional Grain 
Rates to Louisiana. By Examiner L. J. P. Fichthorn. Recom- 
mends denial of authority to establish and maintain present 
proportional rates on grain from Chicago, Ill., Minneapolis, 
Minn., and points taking the same rates to New Orleans, La., 
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and points taking the same rates, on finding evidence 
cient to justify grant of relief. The examiner propose 
Commission find not just and reasonable schedules 
to amend the intermediate rule, which would affect proportionaj 
rates, on such traffic, and suggested cancelation of the Sched 
ules, filed to become effective Jan. 16 and suspended until 
Aug. 16 on the Commission’s own motion, and discontinuance 
of proceeding. 
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Groceries 











I. & S. M-2200, Groceries and Canned Goods in Illinois 
Minnesota, and Wisconsin. Cancellation of suspended schedules 
and discontinuance of proceeding proposed. Proposed less-than- 
truckload minimum rate on groceries and related articles 
including fruits and vegetables, from Chicago, Ill., to Stevens 
Point, Wis., and on canned goods from Pittsville, Wis, to 
Chicago, Ill., and Minneapolis, Minn., unlawful. By schedules 
filed to become effective Feb. 17, 1943, by Stevens Point 
Storage Co., and canceled on protest of members of Middle. 
west Motor Freight Bureau, respondent proposed to establish 
a contract-carrier minimum rate of 32 cents, for the trans. 
portation of less than 5,000 pounds of groceries and relateq 
articles, including fruits and vegetables, from Chicago, jj) 
to Stevens Point, Wis., and of less than 5,000 pounds of canned 
goods from Pittsville, Wis., to Chicago, and Minneapolis. The 
report said that respondent had offered no cost data in support 
of its present volume rates, the proposed less-than-truckload 
rate, or 38 and 40 cent rates which is suggested at the hear. 
ing. Both the proposed rate of 32 cents, and the rates suggested 
at the hearing, it said, would produce unreasonably low charges, 

















































































































Lumber, Etc. 








No. 28940, E. J. Stanton & Son vs. Ashley, Drew & North. 
ern Railway Co. et al. By Examiner Alfred G. Hagerty. Dis- 
missal of complaint and denial of reparation proposed. Rates 
on lumber and oak flooring, carloads, from Crossett and For- 
dyce, Ark., and Monroe, La., to Layton and Ogden, Utah, not 
proven unreasonable or unduly prejudicial. Rate of 81 cents 
on 59 caroad shipments of lumber, from May 6 to Sept. 6, 1942, 
inclusive, from Fordyce and Crossett, Ark., and from Monroe, 
La., to Utah points mentioned, alleged unreasonable to the ex- 
tent that it exceeded 57:5 cents, and unduly prejudicial, and 
reparation of $8,000 sought, with reduced rate for the future, 
The shipments moved over 10 different rail routes through the 
Colorado gateways, of which Denver, Colo., was typical, for 
report said. From Crossett, the more remote of the three 
origins, to Ogden, the distance over one representative route 
was shown to be 1,762 miles, it said. The revenue yield “per 
car-mile” was 30.4 cents, it said. The foundation of the com- 
plaint was that the rate spread, Utah common points over 
Colorado common points on lumber, including flooring, from 
the southwest, was 22 cents, the report said, while in the 
reverse direction, Colorado common points over Utah common 
points on lumber from the Pacific coast to Colorado the spread, 
according to complainant’s conception, had been and was but 
3.5 cents. The report said that this contention was erroneous 
as it did not relate to hardwood lumber or hardwood flooring, 
and that the present rates, and those in force when complain- 
ant’s shipments moved, on hardwood lumber, including oak 
flooring, from the Pacific coast to Utah and Colorado, respec- 
tively, had spreads of 62 and 58 cents, instead of 3.5 cents as 
claimed. The rate spreads westbound, it said, were not ab- 
normal or in excess of recognized standards because of the 
unusually severe operating conditions encountered in transpott- 
ing all classes of traffic over the continental divide. The 81-cent 
rate, it said, was accounted for by the voluntary action of the 
carriers in attempting to retain lumber traffic that could move 
at lower rates over routes through Gulf ports and through the 
Panama Canal. Although’ ‘complainant’s shipments averaged 
66,096 pounds, the 81-cent rate was subject to a minimum weight 
of but 50,000 pounds, on which basis the net revenue yield for 
the average distance of 1,762 miles would be slightly under 
25 cents a car-mile and one cent a ton-mile, the report says. 



































































Advertising Displays 






No. 28911, Coleman Lamp & Stove Co., vs. Atchison, Topeka 
& Santa Fe Railway Co. By Examiner Harold M. Brown. Dis 
m‘ssal of complaint for lack of prosecution proposed. Charge 
of $6.93 for 100 pounds, one and one-half times first-class rate, 
on various less-than-carload shipments of “advertising and/o 
window displays” alleged inapplicable. Reparation was request- 
ed. The report said that, although complainant was advi 
that the matters involved could not be disposed of without an 
oral hearing, complainant appeared at the hearing but declined 
to present its evidence as directed. 
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Motor Proposed Reports 


(Recommended orders in proposed motor renorts, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
pecome effective unless exceptions have been filed within the 20-day 

iod or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


New York (New York)—-MC 104004, Sub. 60, Associated 
transport, Inc., extension. Certificate proposed. General com- 
nodities, With exceptions, between Waynesboro, Va., and junc- 
jon of U. S. Highway 11 and Virginia Highway 12, over a 
regular route. 

New York (New York)—MC 76065, Sub. 1, Ehrlich-New- 
mark Trucking Co., Inc., extension. Certificate proposed. Wear- 
ing apparel and cut or uncut goods, trimmings, buttons, clips, 
dasps, and other articles, only when such articles are utilized 
in the manufacture of wearing apparel, being transported or 
i) be transported between points in Md., Pa., N. Y., and Del. 

Wyoming (Jackson)—MC 104499, F. L. Francis and J. A. 
acy, common carrier. Certificate proposed. Livestock, grain, 
and hay, between points in Teton county, Wyo., on the one 
hand, and, on the other, points in Idaho and Wyo., over irreg- 
yar routes. he el sa 

Wyoming (Mountainview)—-MC 104457, Jay Bullock, com- 

mon carrier. Denial of certificate proposed. Hay, grain, live- 
sock, wool, sand, and gravel, in bulk, mine props, railroad ties, 
farm machinery, timber and rough lumber, livestock salt, and 
wal, between Mountainview, Wyo., and points within 35 miles 
thereof, and points in Wyo., Utah, and Idaho within 200 miles 
hereof. 
Wyoming (Rawlins)—-MC 104413, Max Dawson and Wesley 
Corbett, extension. Certificate proposed. Machinery, materials, 
supplies, and equipment incidental to or used in the construction, 
development, operation and maintenance of facilities for the 
discovery, development, and production of natural gas and 
petroleum, between points in a described area of Wyo., begin- 
ning at Alcova, over described routes returning to Alcova, 
grving points on the named highways. 

Idaho (Payette)—-MC 104152, Bob Daniels, contract carrier. 
Certificate proposed. General commodities, with exceptions, 
between Payette, Idaho, and Alvord Ranch, Ore., including 
points and places in Harney and Malheur counties, Ore., within 
60 miles of Andrews, Ore.; livestock, between Payette and 
points in Malheur, Baker and Harney counties, Ore.; and grain 
and feed, in containers, between Baker, Haines, North Powder, 
Union, La Grande, and Elgin, Ore., on the one hand, and Pay- 
ette, on the other. 

New Jersey (Trenton)—MC 78325, Frederick J. Kroesen, 
common carrier, embracing MC 100297, Joseph C. Galloway 
Common Carrier Application, and MC 100297, Sub. 1, Same. 
Certificate proposed. In MC 100297, Sub. 1, formerly MC 78325, 
applicant as successor in interest to Frederick J. Kroesen found 
entitled to continue in operation as to general commodities, 
with exceptions, between Wilmington, Del., on the one hand, 
and, on the other, New York, N. Y., and Newark, N. J., over 
irregular routes. Prior report 41 M.C.C. 833. Application 
omg in MC 100297 in view of action taken in MC 100297, 
ub. 1. 

Idaho (Nampa)—MC 103760, Sub. 3, R. Lewis Ord, exten- 
sion. Certificate proposed. Household goods, between points 
and places in Idaho, on the one hand, and, on the other, points 
and places in Nevada, over irregular routes. 

Washington (Wenatchee)—-MC 94068, Sub. 2, Pom-Ar- 
leau, extension. Certificate proposed. Fruit wrapping paper, 
from Portland, Ore. and points in Ore. within 15 miles of 
Portland, on the one hand, to points and places in Douglas, 
Chelan, and Okanogan counties, Wash., on the other, over 
regular routes. 

_New York (Long Island City)—-MC 93875, Sub. 1, Nathan 
Weinberger, extension. Denial of certificate proposed. House- 
hold goods, office furniture, store fixtures, and hospital equip- 
ment, between New York, N. Y., on the one hand, and, on the 
2 points in Mass., R. I., Md., Va., and D. C., over irregular 
routes. 

lowa (Des Moines) — MC 52310, Sub. 8, Bruce Motor 
Freight, Inc., extension. Certificate proposed. General com- 
modities, to and from points in the Kansas City, Mo., commer- 
cial zone, as off-route points in connection with applicant’s 
presently authorized operations. 

North Carolina (Kannapolis)—-MC 39406, Sub. 2, Central 
Motor Lines, Inc., extension. Certificate proposed. Special and 
general commodities, between points in a described area of 
N. C., on the one hand, and, on the other, specified points 
and areas in Ill., Ind., Va., W. Va., Pa., and N. J., and D. C., 
over irregular routes. 

Ohio (Salem)—MC 39720, Sub. 3, Arthur J. Herron, exten- 


sion. Denial of application proposed, but recommended that 
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the Commission, on its own authority, consider application as 
one for temporary authority effective until Dec. 31, 1944, for 
the transportation of special commodities, in truckloads, min- 
imum weight 12,000 pounds, from Brooklyn, N. Y., to Salem, 
Ohio; between Brooklyn, N. Y., and Hastings, Mich.; and be- 
tween Salem and Hastings, over irregular routes. 

Virginia (Richmond)—MC 103142, Miller Motor Line, Inc., 
common carrier. Certificate proposed, on further hearing. 


Gasoline, fuel oil, and kerosene, in bulk, in tank trucks, from 
Friendship, N. C., to points in a described area in Va., including 
points located on the highways named as boundaries. 


Milwaukee Road Reorganization 


The Commission, by an order in Finance No. 10882, Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co., Reorganiza- 
tion, has denied a petition of the Milwaukee asking that the 
proceeding be reopened to the end that it (the debtor) and all 
other parties be given an opportunity to propose changes in 
the plan of reorganization approved by the report and order 
of June 4, 1940, 240 I. C. C. 257, and to present evidence in 
support of such changes and that the Commission reconsider 
the a plan of reorganization (see Traffic World, July 24, 
p. 179). 

The Commission said, in its order of den‘al, that the peti- 
ttioner had served copies of its petition on all parties of rec- 
ord and no replies had been filed; that the proceeding was re- 
opened and hearing held on July 20 and 21, 1943, for the 
purpose of receiving evidence solely with respect to matters 
which required further consideration in conformity with the 
opinion and mandates of March 15, 1943, of the U. S. Supreme 
Court in Group of Institutional Investors vs. Chicago, Mil- 
waukee, St. Paul & Pacific Railroad Co., 63 S. Ct. 727, and 
the order and opinion of June 21, 1943, of the federal court at 
Chicago, in its proceeding No. 60463; and that, except as to 
such matters, it was not directed by the courts to reconsider 
the approved plan. 

Judge M. L. Igoe in federal district court at Chicago has 
issued an order in the Milwaukee Road reorganization case un- 
der which any parties to the case desiring to make claims for 
expenses and attorneys’ fees from May 15, 1940, to and ‘n- 
cluding August 31, 1943, must file such claims in dupl cate ‘n 
the district court by September 15. The order says the clerk 
of the court will forward copies of the claims to the Commis- 
sion for the fixing by that body of maximum limits of com- 
pensatiton. 


Briefs have been filed by interests opposing and support- 
ing the so-called ‘‘agreed program’ proposed by holders of 
senior securities, as to the added compensation to be allowed 
them for their alleged loss of rights under the plan of reorgan- 
ization approved by the Commission in Finance No. 10882, Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co. Reorganiza- 
tion. Filing of the briefs followed the recent hearing in Wash- 
ington at which the various interests advanced suggestions as 
to the two matters which the Supreme Court of the United 
States had asked the Commission to consider further (see 
Traffic World, July 24, p. 178). 


The briefs dealt largely with the provisions of the “agreed 
program,” which provides payment in cash of balance of in- 
terest earned and accrued on general mortgage bonds prior to 
Jan. 1, 1939; payments in cash of interest accrued on senior 
mortgage debt from Jan. 1, 1939, to Jan. 1, 1944, as incident 
to a change in the effective date in order to avoid any mate- 
rial change in the plan; and creation of a debt retirement fund. 

The joint brief of the institutional investors and the mutual 
savings bank group contended that the program provided the 
requisite additional compensation and would promote an early 
consummation of the reorganization. A group of the adjust- 
ment mortgage bondholders said they deemed the agreed pro- 
gram to be fair and reasonable, as the senior creditors were 
made “whole” by obtaining better securities, and the holders 
of adjustment mortgage bonds, to be exchanged for common 
stock under the plan, would not be greatly affected and would 
also receive additional stock for some of the loss which they 

. would sustain by reason of the adoption of the program. 

A joint brief in behalf of Guarantee Trust Co. of New 
York, and Arthur E. Burke, as trustees of the debtor’s 50-year 
5 per cent mortgage, the protective committee for holders of 
bonds under that mortgage, and the Osborn group, said that 
the “agreed program” was lawful, practicable, feasible, and 
equitable as a method of complying with the mandates of the 
Supreme Court. It did not constitute a new plan of reorgan’- 
zation, nor embody any material change in the original plan, 
they said. 

The City Bank Farmers Trust Co., trustee under Mil- 
waukee & Northern mortgages, in support of the agreed pro- 
gram, quoted from its brief “filed more than three years ago,” 
to the effect that expeditious consummation of the proposed 








360 


reorganization would be to the best interests of holders of 
bonds of both Northern issues, and that “the advantages accru- 
ing to the holders of said bonds from such a course outweigh 
the possibility of securing better treatment ... after an ex- 
tended delay and costly litigation.” 

United States Trust Co. of New York, as trustee of the 
general mortgage, supported the “agreed program” with “a 
single, obviously fair correction,” namely the distribution of 
$7,666,336 of new first mortgage bonds among the two groups 
of bondholders who were to receive the new first mortgage 
bonds for less than 100 per cent of their holdings. These, it 
said, were the bondholders under the general mortgage, and 
the Milwaukee & Northern consolidated mortgage. These new 
first mortgage bonds, although authorized under the plan, 
would no longer be needed for the purpose therein contem- 
plated, the brief said. A similar contention was made in the 
brief of the so-called “university group.” 

In opposition to the “agreed program,” National City Bank 
of New York, and William W. Hoffman, trustee under the 
adjustment mortgage, said jointly that the group of institu- 
tional investors had argued before the Supreme Court in favor 
of the Commission’s plan, but that they were now seeking “by 
strained construction to obtain more than that which previ- 
ously satisfied them and more than they are legally entitled 
to receive.” The plan as promulgated by the Commission was 
fair and equitable to all parties, and the senior creditors had 
been given full compensatory treatment for the rights which 
they surrendered, the brief said. 

St. Louis Union Trust Co., and Illinois State Trust Co., 
trustees for the Chicago, Milwaukee & Gary Railway Co. first 
mortgage 40-year 5 per cent bonds of 1948 said that, as far as 
holders of the Gary bonds were concerned, neither of the pro- 
posed plans was in conformity with the opinion and mandate 
of the Supreme Court. No plan which did not recognize the 
Gary bonds as secured by an underlying first lien on property 
of substantial value to the system, would conform to the re- 
quirements of the law regarding the participation of such bond- 
holders, the brief said. 

In addition to the above, a brief was filed by the trustees 
for the Milwaukee road. They said they did not undertake to 
express a view as to what, if any, additional compensation 
should be awarded to any particular group of bondholders, but 
that it was their concern that the ultimate capitalization and 
the fixed charges should be such that the railroad properties 
could reasonably be expected to support them. As to advance- 
ment of the effective date to Jan. 1, 1944, as proposed by the 
senior creditors, the brief said that cited cases indicated a dis- 
position on the part of the Commission to advance the effective 
date “provided it will not result in an increase in the capitali- 
zation or a scaling down of the allotment to the most junior 
creditor.” Neither of these results would follow from moving 
forward the effective date to Jan. 1, 1944, they said, adding 
that it would be desirable as it would not only accord with 
good accounting practice and simplify the procedure in setting 
up and carrying out the plan, but would in general “facilitate 
and progress the reorganization.” 


Two groups of holders of convertible adjustment. mortgage 
bonds filed briefs opposing the ‘agreed program,” asserting 
that the Commission’s plan of reorganization provided adéquate 
compensation for the senior security holders. To change the 
effective date of the plan to Jan. 1, 1944, said one group, would 
be to alter the approved plan in a material way, the other 
group adding that the proposed postponement of the effective 
date was “a mere means to an end, namely, to get at the large 
amount of cash which the senior bonds wish to divide up.” 


ROCK ISLAND REORGANIZATION 


Pursuant to the opinion of the federal court for the north- 
ern Illinois district, eastern division, filed June 3, and the 
order of the court entered June 25, referring the Rock Island 
reorganization proceedings back to the Commission for further 
action requiring consideration of certain questions, the Com- 
mission, division 4, by an order in Finance No. 10028, Chicago, 
Rock Island & Pacific Railway Co. Reorganization, has re- 
opened the proceedings (see Traffic World, June 5, p. 1331). 


The order assigned the further hearing for Sept. 1, before - 


Commissioner Porter, at the offices of the Commission in 
Washington, and said that the proceeding was reopened for 
the purpose of receiving evidence solely with regard to the 
following matters: 


(1) What, if any, portion of the common stock allotted to the first 
and refunding mortgage bond-holders under the plan of reorganization 
approved by the Commission should be re-allotted to the general mort- 
gage bondholders in order to afford to the latter full compensatory 
treatment; (2) whether or not the appointment of reorganization man- 
agers should be subject to ratification by the court; (3) the distribution 
among creditors of the new first mortgage bonds which under the plan 
are now reserved for sale or pledge to provide new money; (4) the 
necessity for a change in the effective date of the plan; (5) whether 
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the reduction of the annual interest rate on the Choctaw @ Mem: 

bonds provided for in the approved plan requires compensatory ‘as 
ment, and, if so, the manner and extent thereof; (6) the distributic, 
among creditors, in accordance with the allocations of new Securities 
made in the plan as it may hereafter be amended by the Commissj ~ 
of the cash available for such distribution at December 31, 1943. oe 
(7) any other adjustments in the plan which the Commission May “= 
appropriate in the light of its action on the above matters or in accerd, 
ance with the said opinion of the court dated June 3, 1943, r 





MILWAUKEE ROAD EQUIPMENT SALE 

The federal district court at Chicago has authorized trus- 
tees of the Milwaukee Road to request two companies, trustees 
under two of the railroad’s equipment trusts, to sell 50 box 
cars and 50 gondola cars to the United States government 
through the Department of Interior, so that the cars may be 
used on the Alaskan railroad. Trustees of the railroad informeg 
the court that the Department of Interior offered $1,300 each 
for the box cars and $1,165 for the gondola cars, none of which 
cars are needed by the debtor company. The cars are leased 
to the debtor by the two trustee companies, the Manufacturers 
Trust Company and the Pennsylvania Company for Insurances 
on Lives and Granting Annuities, they said. 


C. AND N. W. REORGANIZATION 


; The Life Insurance Group Committee and the Mutual Say. 
ings Bank Group Committee, intervening defendants in federal] 
district court at Chicago in docket 43C 629, Chicago and North 
Western vs. Commission and the United States, have jointly 
filed a motion to dismiss the debtor’s petition for an order re. 
quiring the Commission to reopen the reorganization proceed- 
ings for rehearing and modification of its plan so as to permit 
the debtor’s trustee to pay off the claim of the Reconstruction 
Finance Corporation (see Traffic World, July 24, p. 189). 

_ In a brief supporting the motion, the committees ask for 
dismissal on the same grounds on which the Commission and 
United States government have asked dismissal. It says the 
court is without jurisdiction to order the Commission to reopen 
the case because the suit was brought under the urgent de- 
ficiencies act and the reorganization case is subject only to 
procedure prescribed under section 77 of the federal bankruptcy 
act. It says the Commission has no jurisdiction to reopen the 
case, as alleged by the complainant, because the petition to re- 
open filed with the Commission was not filed within 60 days 
following the Commission’s decision approving the plan. An- 
swering the complainant’s allegation that the debtor’s financial 
condition had vastly improved since the Commission held hear- 
ings on the plan, the brief says the district, circuit and supreme 


courts upheld the plan with full knowledge of such improve- 
ment. 


Counsel for the debtor have until August 26 to file an 
answer. 


YOSEMITE VALLEY REORGANIZATION 


By an order in Finance No. 11481, Yosemite Valley Rail- 
way Co. Reorganization, the Commission, division 4, has 
approved the sum of $7,200, at the rate of $300 a month, as 
a maximum limit of reasonable compensation to be paid out 
of the debtor’s estate to Howard C. Bonsall, trustee, for 
services rendered by him from July 1, 1941, to June 30, 1943. 
The order said that by previous orders of the Commission, 
division 4, maximum limits of compensation to be paid the 
trustee had been fixed for six successive periods from Jan. 29, 
1937, to June 30, 1941, at approximate rates of $450. $325, 
$325, $300, $300, and $300 a month, and that for the further 
two-year period ended June 30, 1943, the nature and extent 
of his services warranted continuing the payment of compen- 
sation at the rate of $300 a month. 


ALTON REORGANIZATION 


Henry A. Gardner, trustee of the properties of the Alton 
Railroad Co., debtor, and the Kansas City, St. Louis & Chicago 
Railroad Co., subsidiary debtor, having obtained by court 
order of July 27 an additional 120 days within which to pre 
pare a plan of reorganization of the properties of the two 
roads, the Commission, division 4, by an order in Finance No. 
14030, Alton Railroad Co. Reorganization, has postponed to 
a date to be fixed the hearing assigned for Sept. 8, 1943, at 
Chicago, for the purpose of receiving evidence in support of 
and in opposition to the outline of plan and supplemental plan 
of reorganization filed by the Alton and any other plans that 
might be filed in accordance with conditions specified in the 
Commission’s order of July 8, under section 77 of the bank- 
ruptcy act, as amended (see Traffic World, July 17, p. 138, 
and July 31, p. 259). 

By another order in the proceeding, division 4 has per- 
mitted the Joliet & Chicago Railroad Co., at its request, t0 
intervene and be treated as a party thereto. 
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(lass Rate Investigation 


The state of Kentucky, and the Railroad Commission of 
gentucky have filed a brief in No. 28300, Class Rate Investiga- 
1939, and No. 28310, Consolidated Freight Classification 




























































a ale that. there is no question as to the desirability, from 
=e je standpoint of equal opportunity for development, that class 
ates and classifications should be uniform throughout the 
guntry. The law unquestionably requires rates that are geo- 
gaphically uniform and without preference, after taking into 
msideration the right of the carrier to receive just com- 
Tus- J .nsation for its service, says the brief. 
tees There is more reason today than ever before as to the 
box jsirability from the railroads’ standpoint that classifications 
lent, B jould be uniform, it says, and that “there will be present in 
y be Bie post war era as never before the competition from trucks 
med # wich is uniform in its costs excepting that, as a general 
Pach B wie, the truck costs are, and most probably will continue to 
= ie lower in the areas where the railroad rates are now the 
highest.”” 
4 It has always been the Commission’s duty to take com- 
? ytition into consideration, and determine as best it may what 
the traffic will bear in fixing maximum rates, the brief says, 
ad that this was emphasized in the transportation act of 
40. The brief urged that “conditions in Kentucky fully 
Sav- § jstify and the law requires the application of the basic class 
leral § ates and classification ratings throughout the entire state 
orth f without exception.” 
intly f Kentucky must be given the basic level because the 
Te: Bf erating costs of all of the railroads in Kentucky, with minor 
eed. aceptions, are as low and earnings as high, on the average, 
rmit § « any to be found in the country, excepting, perhaps, the 
‘tion § pahontas lines, and that even here Kentucky compares 
f fworably, the brief says, adding: 
- for 
and We are here concerned in securing for Kentucky the basic level 


which the low costs and high earnings of its railroads justify, and 


pen # tases which will enable the railroads to obtain their full share of the 
de- § traffic and revenues. There is no justification from any standpoint for 
y to @ the application of anything higher than the basic level in Kentucky. 
ptey 
the Central Territory Conference 
) Te- 
lays In its brief the Central Territory Rate Conference says 
An- that, if the Commission makes a downward revision in the rates 
cial Bon manufactured products in the south, it should, simultane- 
ear- #ously increase the rates on raw materials in that territory. 
eme #Unless this is done, it continues, a reduction in southern class 
Ove- Bicales would “amount to a plain subsidization of southern in- 
dustry.” Southern, southwestern and far western states have 
-an § for many years had lower rates on raw materials than the in- 


dustrial middle west, it says, and, at the same time, those areas 
have had righer rates on manufactured products. If it is now 
proposed to reduce the class rates, to meet mid-western levels, 
equity demands that the commodity rates on raw materials be 
raised to the mid-western levels, it says. 

As far as the middle west is concerned, it says, “industries: 
as well as carriers are perfectly satisfied with the rate set-up” 
as it exists. Even if reductions were to be made in the southern 
class rates, the association would prefer the present Official 
Territory class scales to remain at their present level, pro- 


kail- 
has 





























the § Viding adjustments were made in the southern commodity rates: 
29, | ‘0 equalize the two territories. 

329, _The brief points out that southern industry has developed. 
ther § satisfactorily under the existing southern class scales. It 


quotes from advertising paid for by the southern governors’ 
conference, to the effect that, between 1938 and 1940, the value: 
of factory output in the south increased 35 per cent and the 
number of its factories by 803, as compared with a decline 
of 3120 factories, in the same period, in the country as a whole. 
It adds that, whatever the arguments on that score might be,. 
the Commission “is neither the arbiter nor the dictator of the 
economic fortunes of the several sections of the country.” 


It warns against too great reliance on costs as bases for 
the measure of class rates, pointing out that traffic densities: 


a Vary so greatly in the different parts of the country that, 
to even if costs could be accurately determined, they would “be 
at of little value in determining the actual level of the rates 
a themselves.” 
lan As to interterritorial rates, the brief suggests that such 
hat @ Ttes be made the same in both directions and that they be 
the | determined by “properly blending the rates in one territory 
nk- § With the rates in adjoining territories under a formula which: 
38, | Tecognizes the separate rate levels in each territory and the 
Proportion of the distance that the shipment moves in each 
er- | ‘elritory.” It argues against the immediate establishment of 
to | Wiform ratings in the three classification territories and says. 


that attention to the development of ‘a uniform method of 
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designating rates and classes will tend toward uniformity, but 
under a natural and gradual development.” 


Western Railroads 


“The Commission has not been created to act as a sociolog- 
ical or economic arbiter in the lives and affairs of the people 
of the United States, and it is not within its province to adjust 
or readjust rates for the purpose of controlling agricultural, 
industrial or other occupations of the population,” is the word- 
ing of one of twelve proposed findings in the brief and argu- 
ment in behalf of class I railroads of the western district in 
No. 28300, asking dismissal of the proceeding. The roads filed 
a separate brief in No. 28310, also asking dismissal. 

The roads said they found themselves in the anomalous 
‘situation in which they were called on to uphold the lawfulness 
of rates which they did not themselves create, but which were 
prescribed for them “by the body now investigating their law- 
fulness.” They pointed out that the Commission had ordered 
the investigation in No. 28300 less than 60 days after its order 
reconstructing and prescribing class rates between western 
trunk line and southern territory became effective (June 7, 
1939), following extensive hearings undertaken on the Commis- 
sion’s own motion. That was the final one of a series of major 
investigations into class rates throughout the territory covered 
by the present inquiry, the roads said. 

The evidence, they said, supported a finding that uniform- 
ity in class rates throughout the several rate territories em- 
braced in the proceeding, like uniformity in other rates, could 
only rest on substantial uniformity in the economic interests 
of the respective populations, and in the composition and vol- 
ume of traffic within and among the territories. Such uniform- 
ity does not exist, they say, and that is lack of uniformity and 
volume of tonnage forces territorial differences in the distri- 
bution of freight rates on classes and commodities. Hence the 
differences in rates on the same classes or commodities, terri- 
tory versus territory, are not unlawful per se, the roads .con- 
tend. 

In a lengthy discussion of the evidence introduced by Ten- 
nessee Valley Authority, the brief said that the picture which 
‘T. V. A.’s witness drew, sharply contrasting activities and eco- 
nomic patterns of official, southern and western areas, was in- 
consistent with the demand for uniform class rates—or any 

other—throughout the three areas. Had he established sub- 
stantial uniformity in volume and nature of traffic, occupa- 
tions, products and other material factors he would have laid 
a plausible foundation for uniformity in rates, it said, adding 
that “wide dissimilarity in underlying conditions is wholly in- 
compatible with the theoretic claim to equality of rates.” The 
formula which had been advanced, the brief said, seemed to be 
that “official territory is largely industrial, the south and west 
are largely agricultural, they are very much unlike; therefore, 
they should have equality in rates.” Referring to the testimony 
of Dr. C. S. Duncan, economist, called as witness by all the 
railroad respondents, and his criticism of the T. V. A. testimony 
and exhibits, the brief said that “among economists the word 
‘dynamic’ is used to denote the economic changes that are 
constantly taking place. The Spottswood table does not show 
the effect of dynamic economic forces at work in this country.” 
The southeast and the southwest, said the brief, were shown 
to be outstripping other sections in industrial development. 

The “doctrinal arguments urged upon this Commission by 
the several southern witnesses ignored certain concrete and 
ineffaceable facts,” the brief said, and quoted Dr. Duncan who, 
in analyzing exhibits introduced by Dr. W. H. S. Stevens, as- 
sistant director of the Bureau of Statistics of the Commission, 
had said it was obvious from Dr. Stevens’ figures that there 
was no “balance” in natural resources among the rate terri- 
tories. “(Communities and rate territories now exchange their 
surpluses for their deficiencies,” the brief quoted Dr. Duncan 
as Saying, and that between “self-sufficient communities or rate 
territories there can be no trade and there is no need for 
freight transportation.” 

After analyzing the testimony of the southern governors’ 
position, described by one of them as a plea for national unity, 
the brief said that it was not easy to understand “how the plea 
will promote national unity when it has not promoted united 
within the south itself,” and referred to one witness appearing 
for sixty southern industries, and another appearing for seventy- 
two southern industries, “in earnest opposition to the conten- 
tions of the southern governors.” 

Proponents of mile-for-mile uniformity in class rates, said 
the brief, had not traced their proposal through to its ultimate 
‘consequences on their own interests. Analyzing the proposal, 
it continued: 


Today railroads in other territories publish rates into official terri- 
tory on a basis competitive with rates within that territory for indus- 
tries which have shown need of such an adjustment, without publishing 
at the same time mile-for-mile rates from official territory. In various 
instances this Commission has sanctioned such a policy, provided the 
rates so published are necessary, reasonable and non-prejudicial. It 
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required such an adjustment on a limited list of commodities from the 
south in State of Alabama, et al. vs. N. Y. C. Rd. Co., et al., 235 
I. C. C. 255. The miie-for-mile doctrine, applied broadly, would put an 
end to such practice and call for the establishment of corresponding 
rates, mile for mile, from official into the other territories, thus neu- 
tralizing the expected benefits. It is no part of the Commission’s duty 
to favor any section of the country in prescribing just, reasonable, and 
nondiscriminatory rates; but this body cannot fail to note the specious 
foundation of the proposal of mile-for-mile rates as an avowed means 
by which manufacturers of the west are supposed to gain benefits 
against their eastern rivals, and how the inevitable effect of the plan 
would be the defeat of its professed purpose. The proposed rate pattern 
being fallacious when tested by the proponents’ expressed aim in sub- 
mitting it, there is presented to the Commission by those sources no 
tenable reason for disturbing the existing adjustment in the face of 
evidence which gives this adjustment complete support. 


Commenting on the studies of railroad costs submitted by 
Dr. Ford K. Edwards, chief of the cost section of the Commis- 
sion’s Bureau of Transport Economics and Statistics, the brief 
said that while they were the most comprehensive yet under- 
taken, they were so “marked by infirmities that they cannot 
justly be accepted or approved as measurements of such cost.” 
The study was based on estimates to such an extent that it was 
an unreliable guide either to the ascertainment of the relative 
cost of transportation in the several rate territories or to the 
fixing of a scale or scale of rates for use in the several terri- 
tories, it said. The figures suggested that any disturbance of 
the rates on manufactures must be approached with caution 
unless rates on the other four major groups were to be con- 
currently readjusted, the brief said, pointing out that “they 
are not before the Commission in this proceeding.” 


The roads in the western district asked dismissal also of 
No. 28310, and contended that, because of the manifest indif- 
ference of the shipping public, the Commission had received no 
adequate evidence on which it could conclude that any of the 
thousands of classification items were unlawful, “especially in 
view of the facts which governed their origins.’”’ The items, the 
roads said, were established largely with the aid and advice of 
shippers, and after public hearings held by the Consolidated 
Classification Committee, and that many had been prescribed 
by the Commission after hearing interested parties. Classifica- 
tion exceptions arose under circumstances which do not war- 
rant their adoption as standards for classifying freight or the 
requirement that they be established permanently as classifi- 
cation ratings, say the roads. 


Ohio State Brief 


A brief filed in behalf of the state of Ohio says that it 
continues to hold its original position in which “it suggested 
that the time is inopportune for any general disruption of the 
class rate structures of the major portion of the United States. 
It feels that the record developed in the hearings in these pro- 
ceedings amply demonstrates that no proper and fitting con- 
clusions can be reached, predicated upon evidence formulated 
under war conditions when the traffic and transportation con- 
ditions are disrupted, abnormal and unrepresentative of the 
past or what may reasonably be expected in the future.” How- 
ever, if the Commission finds it necessary to render a decision 
on the record, the state asked, among other things, a finding 
that the class rate structure in official territory had not been 
shown to be unlawful and said it opposed any changes in the 
rates prescribed in Eastern Class Rate Investigation, 164 I. C. C. 
314, as amended. 

Motor Carriers 


American Trucking Associations, and fourteen territorial 
motor carrier rate bureaus of conferences, interveners, have 
filed a joint brief in the proceedings asking for fourteen find- 
ings under the four headings of reasonable classification; rate 
territories; reasonable rates; and just rates. They contended 
that the same classifications should be made applicable to all 
types of freight carriers, class rate scales to consist of 15 classes 
between 50 per cent and 100 per cent of first class of each 
approximately 95 per cent of the next higher class, and eight 
classes from 100 per cent to 450 per cent of first class. Mini- 
mum vehicleload weight should be prescribed on the basis of 
commercial sales units, and a comprehensive traffic test to 
determine normal movement, flow, and volume of class rate 
traffic should be made, say the motor carriers. 

As to rate territories, the carriers said variations in traffic 
composition between western trunk line and southwestern ter- 
ritories on the one hand, and eastern territory on the other, 
required maintenance of different scales of class rates; and 
that express provisions of the statute, commercial competition 
resulting from similar economic conditions, and substantial 
identity of traffic conditions and unit operating costs united to 
require a common class rate system and level in eastern and 
southern territories. 

It was indispensable to ascertain respondents’ cost of car- 
rying class traffic, the motor carriers said, and that such costs 
could be ascertained with reasonable accuracy, the formula 
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, are ve : rela 
used by the Commission’s Bureau of Statistics making pogg; to the re 
a “basically sound ascertainment of respon , ible J and the no 
costs.” ? pondents’ Ca aa pr. Ford K 
To preserve competition and avoid unjust inequalities r cost — 
spondents should not be permitted to depart from the’ of ws follows: 
scribed reasonable rates except to the extent necessary to a The rate 
the competition of other carriers, rail or motor, observing the Southerr 
however, their marginal cost scales as minima, they said a decided July 
assure stability in the revised rate system, said the motor Pag april 12, 192 
riers, “the revised classification and rate scales in all tery. § anes 
tories should be made effective concurrently with respect {, representing 
both rail and motor carriers.” 0 & territory. 
Textile Interests —_ 
The evidence does not show any greater average cost in- - om po 
curred by the carriers in southern territory than in official ter. nee-rate | 
ritory, say the southern textile interests in their requesteq et: that 
findings in No. 28300, contending that ‘all interests and ge. or ascert: 
tions should be accorded equal treatment in the establishment vera tel 
of rates suitable for the movement of commerce, with dye jected for 
regard for the circumstances and conditions affecting each de. Gently a 
scription of traffic under consideration.” Among others, it re. ' Refer? 
quested a finding that the general average level of rates ap- t sectic 
plied on all less-than-carload and any-quantity traffic within par indiv 
southern territory had not been shown to be higher than within a oad v 
official territory, and that no justification had been shown for | Mer said 
increasing the average southern territory rate level on such od at, 1 
— to any basis higher than prevailing within official terri. i carrie 
ory. ; 
In No. 28310, the textile interests asked, among others, a ied 
finding that “these proceedings, being general, do not afford Pin va 
opportunity for adequate consideration of the reasonableness Deine ” 
of specific ratings to be applied on each commodity, and conse- F: rating 
quently the findings herein respecting principles to be observed * nse | 
in revising the existing ratings are without prejudice to deter. eed and 
mining in other proceedings the reasonableness of ratings on — less- 
individual articles upon due consideration of specific evidence id expe 
relating thereto.” alton ~ 
Parties to the brief were: American Cotton Manufacturers awidied 
Association; North Carolina Cotton Manufacturers Association oo ing « 
Inc.; Cotton Manufacturers Association of South Carolina: aah I 
Georgia-Alabama Textile Traffic Association; Alabama Cotton iimit of 1 
Manufacturers Association; and Cotton Manufacturers Asso- § jevels is 
ciation of Georgia. it says 
Topeka squarely 
_ Topeka Chamber of Commerce and Topeka Traffic Asso- § less than 
ciation took a position similar to that of the textile interests § carload t 
with reference to the consolidated classification in No. 28310, § and hea\ 
They said the Commission should find that the classification § return o 
needed modernizing but that, ‘on this record,” it was impos Ano 
sible to prescribe the exact changes that should be made. Hence § carload | 
the record should be held open pending further investigation J both in 
and, in the meantime, the Commission should appoint a com- § lated ex 
mittee to consist of the chairmen of the three major classifica | north uw 
tion committees; three men eminent in the railroad traffic pro- | lower le 
fession; three representatives of the Commission; and three § the Com 
shipper representatives, they said. This committee should im- § fic, the | 
mediately undertake a comprehensive study of the classification, 
including the exceptions thereto, and make its report and rec- th _ 
ommendations to the Commission with six months’ time, said (a) ei 
the Topeka interests. assigned 
Florida dola and 
_ The state of Florida, discussing at length the state’s rail — - 
freight tonnage, asked a finding that Florida could “no longer 9 qsts ph 
be regarded as a state impoverished in rail freight tonnage,” § in box, ; 
and that, therefore, the Florida arbitraries should be elimi- } lower tt 
nated. It asked also that the Commission order the mainte- } the full 
nance of uniform class rates and ratings between and within § Passens« 
official, southern, and Illinois territories; admonish the carriers J ™ te § 
not to circumvent the uniformity by publishing exceptions to J {fo 2™ 
the classification lower in any one region or part thereof than ” 
throughout the uniform area; and asked that the case be ex 
pedited. Jol 
Southern Traffic League Horme 
Asking that the Commission make the additional findings org 
and conclusions to be set forth in the brief to be filed on be § ‘@t “F 
half of the southern governors, Southern Traffic League, in its be exci 
brief in No. 28300 and No. 28310, further asks the Commission § "latio 
to find that “the class rates and ratings within the south are a 
unjust and unreasonable to the extent that they exceed or may om © 
exceed the class rates and ratings on like traffic, mile-for-mile, season 
within official classification territory.” It asks the Commission nord a 
to find also that the class rates between the south and the — ,. 
north are and for the future will be unjust and unreasonable at u 
to the extent that they exceed or may exceed the rates con- f 
temporaneously maintained on like traffic generally, mile-for- . : 
mile, between points within official classification territory. os 





The brief dealt almost entirely with the evidence relating 
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to the relative cost of rail transportation between the south 
and the north, and describing the cost studies introduced by 
pr. Ford K. Edwards for the Commission as the only reliable 
cost studies presented, it summarized the position of the league 
as follows: 


The rates prescribed by the Interstate Commerce Commission in 
the Southern Class Rate Investigation, Docket 13494, 100 I. C, C. 513, 
jecided July 7, 1925, and supplemental reports, 109 I. C. C. 300, decided 
spril 12, 1926, 113 I. C. C. 200, decided July 19, 1926, and 128 I. C. C. 
x7, decided July 19, 1927, were never satisfactory to the traffic men 
representing the commercial and industrial interests in southern 
territory. 


Among the eleven findings requested by the league, based 
on Dr. Edwards’ cost studies were these: The Pocahontas 
region should be excluded in comparing relative rail costs of 
dass-rate traffic between southern region and the eastern dis- 
trict; that the use of statistics for 1939 was fair and reliable 
for ascertaining and comparing relative freight costs in the 
gveral territories and regions; that the class I railroads se- 
lected for the purposes of the relative cost-studies were suf- 
fciently and fairly representative. 

Referring to the formula designed by the Commission’s 
cost section, known as Rail Form A, and applied to each rail- 
road individually in the selected lists or to each portion of a 
railroad where it was assigned to more than one territory, the 
brief said that, after it had been applied the total expense ar- 
rived at, it checked out with the total expenses as reported by 
the carriers in their annual reports to the Commission. An- 
other important feature of the formula, it said, was that it 
provided ‘“‘five different cost-levels which may be used in ap- 
plying varied concepts which enter into the science of rate- 
making,” and named them as out-of-pocket costs in “level I,” 
gperating expense, rents and taxes in “level II,” operating 
expense plus return on rate-making value applied to the car- 
load and less-carload portions of value in “level III,” expense 
plus less-carload and passenger operating deficits in “level IV,” 
and expense plus less-carload and passenger deficits plus fair 
return on full value in “level V.” The formula, the brief said, 
provided a measuring stick which might be used under these 
varying concepts of rate-making, ranging from minimum rea- 
sonable rates to maximum reasonable rates, within the flexible 
limit of the Commission’s judgment. No one of these five cost 
levels is in itself adequate for use in a proceeding of this scope, 
it says, adding that “the use of each of the levels points 
squarely to the ultimate fact that the costs in the south are 
less than in the eastern district.’”” Even when the costs of box- 
carload traffic in the south were burdened with the less-carload 
and heavier passenger deficits, the costs in the south, including 
return on value, were lower than in the north, it said. 

Another finding requested by the league was that the less- 
carload class rates in the south were unjust and unreasonable 
both in relation to the total out-of-pocket costs and solely re- 
lated expenses, and in relation to the rates on like traffic in the 
north under the eastern scale. The cost basis would warrant 
lower less-carload rates in the south than in the north, it.asked 
the Commission to find. On various types and loadings of traf- 
fic, the league asked the following finding: 


The cost section’s exhibits Nos. 12 and 13 show that, based upon 
the separation of out-of-pocket costs and constant expenses method, 
(a) the out-of-pocket costs and operating expenses, rents and taxes 
assigned to carload freight traffic of varying loads in box cars, gon- 
dola and hopper cars and tank cars, and to less-carload traffic are 
lower in the southern region than in the eastern district (excluding 
New England and northern Illinois) (table 1); (b) the out-of-pocket 
costs plus 4 per cent return on less-carload traffic and carload traffic 
in box, gondolas and hoppers, and tank cars in the southern region are 
lower than in the eastern district (2) (exhibit 12, table 2); and (c) 
the full distributed expense including 4 per cent return, including 
passenger and L. C. L. deficits on carload traffic in box cars is lower 
in the southern region than in the eastern district and on gondola 
and tank car traffic in the southern region is practically the same as in 
the eastern district (exhibit 12, table 3). 


Packers 


John Morrell & Co., Rath Packing Co., and George A. 
Hormel & Co., in a joint brief in the two proceedings attacked 
What they described as the “novel suggestion” of Swift & Co., 
that “packing-house products from western trunk line territory 
be excepted from any order in this proceeding” because of the 
relation of those rates to the rates on livestock, but that “there 
would not be the same objection to a readjustment of the rates 
from the south as from western trunk line territory for several 
reasons, amongst which may be noted the fact that they are 
now much higher than the livestock rates.” Heretofore, the 
brief said, Swift & Co. had been one of the principal proponents 
that the class rate basis should apply on packing-house prod- 
ucts from the middle west. Pointing out that in No. 17000, 

art 2, Armour & Co. had asked that packing-house products 
be not included in that class rate investigation, and that the 
Commission had declined to eliminate them, the brief said that 
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the testimony on behalf of Swift & Co. did not constitute a 
foundation on which to base a finding that the rates on packing- 
house products should be higher than whatever classification 
basis might grow out of this proceeding. Saying that there 
was no fixed relation between the rates on packing-house prod- 
ucts and livestock in the decisions of the Commission, the brief 
asked that the request of Swift & Co. be denied. 


Nebraska 


Nebraska State Railway Commission and the chambers of 
commerce of Beatrice, Hastings, Grand Island, Lincoln, and 
Omaha, asked, in a joint brief, the adoption of a uniform clas- 
sification showing only one column of ratings instead of three, 
to be applied alike throughout the entire United States; that 
in this uniform classification, where exceptions ratings were 
substantially the same in all three major classification terri- 
tories, the exceptions ratings be unified and substituted for the 
present classification ratings; that the Commission use its own 
discretion in relating lower classes to first using, “with needed 
adjustments and additions,” either the basis provided in the 
official southern or western classification territories, but keep- 
ing in mind the thought that the relationship be uniform 
throughout the United States; that this publication continue to 
be designated as “Consolidated Freight Classification”; that 
presently existing class rate scales be canceled; and that zones 
and rate territories be discontinued and the rate scale pre- 
scribed by the Commission be made on a uniform mileage pro- 
gression for application through the territory covered by the 
investigation. 


Official Territory Railroads 


Official territory railroads said they submitted their case 
in No. 28300 and No. 28310 with complete confidence that, in 
the words of the Commission’s chairman, “This case is going to 
be decided on the basis of the record and according to the Com- 
mission’s best lights, regardless of political considerations.” 
The roads summed up their conclusions as follows: 


The official lines submit that this record demonstrates that the 
Commission is asked to equalize class rates and classifications through- 
out the territory east of the Rocky Mountains solely for the purpose 
of effecting broad, social and economic changes in the country; that 
the Commission is without power to adjust rates solely for these pur- 
poses; that in considering ‘broad and general claims of discrimination 
against entire territories, urged by political interests, the Commission 
should consider the entire rate structure of those territories; that when 
so tested the record shows that claims of territorial discrimination 
arising from freight rates are unfounded; that under the present rate 
structure the industrial development of the south, in particular, has 
been much more rapid than that of any other section of the country; 
that southern products move freely into and throughout official terri- 
tory; and that to equalize class rates and classifications without recast- 
ing the entire rate structures of the respective territories would, in 
fact, unduly prefer the south to the great prejudice and disadvantage 
of the north. 


The official] carriers have more at stake in these proceed- 
ings than any other group of carriers, says the brief, adding 
that the volume of traffic moving on class rates within official 
territory is much greater than in any other territory. Consider- 
ing less-than-carload traffic alone as class rate traffic, the brief 
says the revenue from such traffic of the carriers in official ter- 
ritory in 1941 was $150,263,282; the revenue of carriers in the 
southern region was $55,899,927; while that of the carriers in 
the western district was $100,678,278. In various cases, it says, 
the Commission has found that the rate structures in the re- 
spective territories are fundamentally different and that much 
more traffic moves in official territory on class rates, or excep- 
tions to the classification, than in other territories, and that 
this situation is still true. Volume of interterritorial traffic 
handled by the official lines is greater than that of any other 
group of carriers, it says. 

While there were no records or statistics currently kept 
disclosing the nature and volume of interterritorial freight 
movements, there was some evidence on the point in Dr. Bea- 
trice Aitchison’s exhibit 194, the brief said. This data was based 
on information called for by the Office of Defense Transporta- 
tion and covered movements on May 27 and Sept. 23, 1942, it 
said. It showed that 49.2 per cent of all carload traffic moving 
on those two days originated in official territory and that 54.2 
per cent terminated in official territory which, it said, made 
strikingly evident the great exchange of traffic between official 
territory and other territories. Exhibit 56, it said, also gave 
some indication of the volume of interterritorial traffic, show- 
ing that, except as to “manufactures and Miscellaneous,” the 
states wholly within official classification territory terminated 
more tonnage than they originated. Even as to the named com- 
modity group the states in official classification territory orig- 
inated 58.88 per cent of the total tons originated in the country, 
but terminated 55.87 per cent of the total tons, it said, and 
added that “the earnings of the eastern carriers are dependent 
to a very large extent upon the revenues which they receive 
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from the class rates under investigation and the rates related 
thereto.” 

Discussing the issues raised by the proceedings, the brief 
said that the Commission had set forth sixteen particular sub- 
jects for consideration and study, but that as the hearings pro- 
gressed ‘all thoughts of remaking the class rate structures of 
the country faded into the background.” The record showed 
that, for the most part, the ‘shippers and the carriers were con- 
tent with the rate structures prescribed by the Commission, 
“and they resist radical changes if for no other reason than 
that the commerce of the country has become accommodated 
to the present rate structures,” said they. Aside from the state- 
ment of the truckers, who had contended that the rail less-than- 
carload rates were too low, the brief said there was no criticism 
of the eastern class rate structure, and that criticism of the 
other class rate structures, aside from their relationship to the 
eastern structure, consisted for the most part of a retrial of 
particular features which had heretofore been presented to the 
Commission in particular cases. In other words, it said, the in- 
vestigation “simply afforded a rehearing to certain parties who 
were dissatisfied with some of the details of the Commission’s 
actions in their respective cases.” 

The one issue which finally emerged, it says, is an alleged 
discrimination against the south and west merely because the 
class rate levels in the several territories are different. Quoting 
the Commission’s chairman as saying that the south had its 
present class rate structure because the Commission had made 
it, and that the question is whether the Commission had made 
a mistake and whether it needed correction, the brief said that 
‘if the Commission sticks to that concrete issue the disposition 
of this proceeding will not be difficult.” 

Filed with the brief of the official territory lines was a 
separate volume of “classification history and principles as 
shown by excerpts from annual reports and decisions of the 
Interstate Commerce Commission.” 

The southern railroads filed a three-volume brief, the first 
two volumes dealing with their contentions except those relat- 
ing specifically to rates to and from Florida, which were dealt 
with in the third volume. 


Southern Railroads 


The southern roads said they found it impossible to escape 
the conviction ‘‘that this proceeding jeopardizes the entire struc- 
ture of rates to, from and within southern territory.” It said 
that various estimates had been submitted at the hearings of 
the probable effect on the revenues of southern railroads should 
the present official territory rate level be extended bodily 
throughout the south. Adopting figures midway between the 
highest and lowest of the estimates, it said that such extension, 
including all traffic and regardless of whether reductions or in- 
creases would result, would have meant a reduction of $28,- 
695,727 in the 1939 revenues of the southern railroads; would 
have reduced their net railway operating income for that year 
to $50,897,051; and would have converted their net income, 
after payment of fixed charges into a deficit of $17,022,512. 

While the order of investigation in No. 28300 made it clear 
that exceptions ratings and column rates were not included 
in the scope of the investigation, the fact remained that if 
the present class rates to, from, and within southern terri- 
tory should be changed by the Commission—especially if they 
were to be reduced to official territory level—the rates and 
revenue on traffic now moving under exceptions ratings or 
column rates would inevitably be affected, the brief said. In 
the first place, it observed, the issues in No. 28310 embraced 
the classification ratings in their entirety, “thus including, 
with negligible exceptions, every commodity or article of com- 
merce.” Reduction of the classification rating would directly 
affect the level of the applicable charge on any given com- 
modity, it said, as would a change in the class-rate level. 

The southern roads said that the implications of the under- 
lying theory of the proponents of the proposed revision in the 
rate structure of the south, that the southern railroads had 
been blind to their own best interest and severe oppressors 
of the south, were “absurd” and “fallacious.” The southern 
class rate structure, they said, had not operated, and did not 
operate, to retard industrial development in the south, adding 
that the contention of the southern governors conference and 
of the Tennessee Valley Authority that the southern class rate 
structure acted to retard and inhibit the location of industry 
in the south had been completely disproved. 

In opposing the claim which they said the southern gov- 
ernors had made, that the raw materials and semi-manufactured 
goods produced in the south were shipped to official territory 
for final manufacture, with subsequent reshipment of manu- 
factured goods back to the south—the “mother country-colony 
idea’”—the southern roads referred to Dr. Aitchison’s exhibit 
194 and said that it ‘refuted the oft-repeated cry that the 
present freight-rate structure was draining the south’s raw 
materials into official territory to the detriment of the develop- 
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ment of southern industry. The brief said that “i 
highly interesting if the southern governors and th 
Valley Authority, as well as those holding their views, would 
in at least one instance abandon the use of glittering genera) 
ities and point out from this study what movements of 4 
ticular commodities from the south to official territory con- 
stitute wasteful drainage of the south’s raw materials or semi- 
manufactured goods.” 

The southern roads said that those who were seekin 
drastic changes in the class rate structures had clearly inde 
cated they intended to rely heavily on the evidence of Dr. Ford 
K. Edwards of the Commission’s Bureau of Transport Eco- 
nomics and Statistics. This cost evidence, they said, did not 
establish costs in southern territory to be as low as or lower 
than costs in eastern or official territory, and cited a number 
of “broad considerations which render Dr. Edwards’ studies 
nugatory for the purposes of this proceeding,” and contendeg 
that the rate-making values employed by Dr. Edwards might 
not properly be used for the purposes of the proceeding. Thege 
values, they said, had not been determined in accordance with 
the procedure prescribed in section 19a of the act. 

In a somewhat detailed discussion of the study introduceg 
by C. G. Jensen, a member of the Commission’s staff, and 
called by the Commission as a witness, the southern roads said 
that “infirmities permeate the Jensen study; but there is much 
in his broad conclusions that lends support to the contentions 
of the southern railroads.” After detailing their differences of 
viewpoint, the roads said that Mr. Jensen had rightly concluded 
that the Commission should refrain in this proceeding from 
taking any step designed to reduce the aggregate revenues of 
the railroads of any section; that any attempted reduction in 
class rates in the south would necessitate consideration of the 
effect thereof on other rates and a determination of the rates 
that should be increased to compensate for such reductions; 
and that nationwide uniformity of classification ratings was 
not an end to be sought in this proceeding. 

In that portion of their brief dealing with No. 28310, the 
southern roads said they firmly believed that the southern 
classification should not be disturbed by any order of the 
Commission in this proceeding. There had been no such 
departure from, or disregard of, the principles of freight classi- 
fication generally recognized and observed in the past as either 
to make the classification obsolete or to warrant the Com- 
mission’s prescribing any new or revised classification, they 
said. The Commission should issued no order designed to com- 
pel the establishment of a uniform classification, they said, 
adding that the carriers were continuing to bring about a 
greater identity of ratings in the classification, but that com- 
plete uniformity was impracticable and undesirable. 

In the volume dealing with rates to and from Florida, in 
support of the continuance by the Commission of “according 
special and separate treatment to the rates to and from points 
in the Florida peninsula,” the southern roads requested find- 
ings that the traffic density in Florida was far less than in 
state north of Florida or in the remainder of the south; that 
traffic originating in Florida contributed very little to the 
density of traffic in states north of Florida, as the greater 
part of such traffic also terminated in the state so far as 
rail movement was concerned; that railroad traffic in Florida 
was not diversified, and was highly seasonal, with an excep- 
tionally large percentage of empty movement of railroad equip- 
ment; that operating costs of railroads were higher in Florida 
than in other southern states; that revenue needs of Florida 
railroads did not justify any reductions in rates to or from 
the peninsula; that no material change had come about with 
respect to these matters since the time when the Florida 
peninsula arbitraries were originally prescribed by the Com- 
mission; that inclusion of the arbitraries had had but little 
bearing on the actual movement of water or truck-borne 
traffic to, from, or within the peninsula, and that the Florida 
roads would continue to lose very large amounts of such 
tonnage regardless of any rates which the railroads could 
afford to maintain; that the same considerations which served 
to justify arbitraries for portions of New England and Michigan 
operated even more strongly to justify the continuance of arbi- 
traries in Florida; that, on a mile-for-mile basis industries 
located in Florida were at no actual rate disadvantage in 
competing with industries located in other parts of the south; 
that railroad rates had not retarded the development of Florida 
from the standpoint of either large or small industries; and 
that the facts of record did not justify the serious reductions 
in revenues of the Florida railroads which would result from 
adoption of the principles advocated by the representatives 
of the state in this proceeding. 


Ark., Kan., La., Okla., and Tex. 


The “steering committee” for the states of Arkansas, Kan- 
sas, Louisina (west of the Mississippi River),- Oklahoma, and 
Texas, asked 34 specific findings in the two proceedings baset 
on the contention that the present class rate structure appli- 
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cable intra-territorially and inter-territorially in the involved 
grea resulted in the assessment of unreasonable, unjust and 
discriminatory freight rates and charges. Among others, it 

vested a finding that the present use of “four distinct clas- 
sifications within the area here involved resulted in confusion 
and in the improper relationship of freight rates and charges. 

” and that the existence of the four classifications had re- 
sulted in a chaotic condition of classification requiring the 
issuance of innumerable classification execeptions and had re- 
sulted in the application of unreasonable, unjust and discrim- 
inatory freight rates and charges. It asked a finding that the 
record conclusively showed that under existing classification 
ratings and class rates, applied intra-territorially, the respond- 
ents in one territory had been enabled to prohibit the flow of 
traffic from other rate areas, resulting in prejudice and prefer- 
ence. Most of the requested findings dealt with the alleged 
resultant preference, prejudice, discrimination, or resultant 
ynreasonable and unjust ratings and rates as between south- 
western and western trunk line territories, and as between 
those territories and official territory. 


The steering committee, describing its position, said that 
the Commission should prescribe one class rate level as max- 
imum rates to apply throughout the involved area, applied 
equally mile for mile between all points therein, the scale so 
prescribed to apply to carload, to less-than-carload or other 
ynits of volume. It did not favor prescription of minimum and 
maximum or precise rates, it said. Less-than-carload class 
ratings should not vary with the weight or volume of the ship- 


- ment, it said, and that, as it suggested one scale for carload 


and less-than-carload or other quantity rates, there could be 
but one progression. The preponderance of shipping interests 
in the four territories, it said, was in favor of uniform classi- 
fication. 

North Dakota 


The brief on behalf of the North Dakota interests said that 
those interests agreed with the position of the witness for Ten- 
nessee Valley Authority as to the existence of the “mother 
country and colony” relationship between official territory and 
the south and west, that present regional specializations made 
it impossible to achieve regional and national objectives “of 
full employment, full production, and maximum income,” that 
the disparity in class rate levels tended to perpetuate present 
regional specializations, and that the continued piecemeal ad- 
justment of the class rates would not adequately serve the 
needs of the nation. What was needed, they said, was a com- 
prehensive readjustment ‘designed to free the potential pro- 
ductive resources of all the regions.” They asked that the 
adjustment of rates prescribed in Eastern Class-Rate Investi- 
gation, 164 I. C. C. 314, for official or eastern territory, be 
extended to all territories. They renewed their position that 
the equated mileage formula of three lake miles for one rail 
mile, equating the water haul from Buffalo to Duluth under 
any uniform scale prescribed by the Commission in this pro- 
ceeding, would solve the problem of lake-rail rates, permitting 
lake lines and rail lines to compete in full vigor and serve the 
country in accordance with the declared policy of Congress. 


Those joined in the brief of the North Dakota interests 
were: State of North Dakota; Public Service Commission of 
the State of North Dakota; Minot Association of Commerce; 
Civic and Commerce Association, and Greater Grand Forks 
Traffic Association; Chamber of Commerce of Fargo. 


Maine, N. H., Vt., Mass., R. I., Conn. 


The governors of Maine, New Hampshire, Vermont, Mas- 
sachusetts, Rhode Island and Connecticut joined in a brief with 
New England business interests in arguing that existing intra- 
territorial class rate structures were reasonable and non- 
prejudicial and that no unreasonableness or prejudice arose 
from the circumstance that the major class rate structures 
were not uniform or more nearly uniform throughout the na- 
tion. No change in existing class rate structures might prop- 
erly be ordered, they said, in the absence of a showing that 
such structures were unlawful, and that uniformity of class 
rate structures in the four major rate territories might not 
properly be ordered in these proceedings as the record afforded 
no basis for determining that any particular classification 
change could properly be made, and made clear the proposi- 
tion that nationwide uniformity of classification ratings was 
hot warranted. 'The existing basis for the construction of inter- 
territorial class rates, which, they said, had been constructed 
for the most part by a blending of intraterritorial rates, was 
reasonable and non-prejudicial in that it reflected transporta- 
tion conditions and permitted the full and free movement of 

C. 


Interests joined with the governors in the brief were New 
England Traffic League; New England Shoe and Leather As- 
Sociation, New England Paper & Pulp Traffic Association; New 
England Furniture & Allied Products Manufacturers’ Traffic 
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Committee; Grinding Wheel Manufacturers Association; Asso- 
ciated Industries of Maine; Associated Industries of Vermont; 
New Hampshire Manufacturers’ Association; Associated Indus- 
tries of Massachusetts; Associated Industries of Rhode Island, 
Inc.; Textile Traffic Association; and The Manufacturers Asso- 
ciation of Connecticut. 

Other Briefs 


The Southeastern Association of Railroad and Utilities 
Commissioners and the South Carolina State Ports Authority 
joined in a brief requesting 14 findings, which were summarized 
in conclusions to the effect that the record clearly established 
that the present class rate structure within the south, and 
between the south and other territories, was unlawful “and 
must be superseded by a class rate structure which will be just 
and reasonable and non-discriminatory and which will also 
serve the needs of commerce.” The establishment of the uni- 
form first-class rate, governed by a uniform classification which 
they-had requested, should make it unnecessary to continue the 
practice of making the many exceptions to the governing classi- 
fication, they said, and that the best measure of reasonable 
rates and ratings was the present appendix E first-class scale 
as prescribed by the Commission in Eastern Class-Rate Inves- 
tigation, as governed by official classification. However, if the 
Commission should find more appropriate a different scale of 
class rates and ratings, they asked that it establish such rates 
and ratings for uniform application. 

In a separate brief, New England Furniture and Allied 
Products Manufacturers’ Traffic Committee asked that the 
present ratings of first and second class for less-than-carload 
furniture, and the exception ratings with graduated minimum 
weights for carload furniture, be preserved intact. They had 
been established as the result of sincere joint consideration by 
the furniture and railroad interests, and that beneficial results 
had accrued after their establishment, it said. The ratings had 
permitted a wider, more logical and more equitable distribu- 
tion of furniture, the committee said, and that from them the 
carriers had reaped liberal earnings. 

The Chain Institute, of Pittsburgh, Pa., said that there 
was no competent evidence in the record to support a conten- 
tion that the rates maintained on chains of various kinds, and 
other products, within official territory, unduly discriminated 
against the producers (if there were any) within southern ter- 
ritory. The record fell short of establishing any necessity for 
a wholesale revision of the class-rate structures through all of 
the areas involved, it said, but that if the Commission should 
consider changes justified, such revision should be confined to 
intraterritorial rates beyond the boundaries of official terri- 
tory. Rates between official territory on the one hand, and 
other territories on the other, should not be disposed of in this 
proceeding but should be treated in a separate proceeding, 
owing to the complexities involved, the institute said. 

Identical conclusions were set forth in the brief of United 
States Potters Association, also of Pittsburgh, with slight 
changes, adding territories other than southern beyond the 
boundaries of official)territory as to which no evidence showed 
discrimination, and eliminating the proposal in the brief of the 
Chain Institute to the effect that if the interterritorial rates 
should be treated in this proceeding, that the determined rates 
be made to apply in both directions. 

Briefs in behalf of Clay Sewer Pipe Association, Inc., and 
American Institution of Bolt, Nut, and Rivet Manufacturers, 
carried conclusions identical with those in the brief of the 
Chain Institute. 


INTERTERRITORIAL RATES 

Answering a letter sent to him by Senator Stewart, of 
Tennessee, Secretary Ickes, of the Department of the Interior, 
said that “equalization of industrial opportunity for all sec- 
tions of the country requires a reexamination and revision of 
the freight rate structure.” 

Mr. Ickes said that Senator Stewart, in his letter, had 
pointed out that the freight rate structure of the nation im- 
peded the industrial development of the west and the south. 

The power and reclamation programs of this department 
and the T. V. A. on the Columbia, Colorado and Tennessee 
River systems and elsewhere will never result in full indus- 
trialization of those areas so long as the freight rates favor 
the east,” said Mr. Ickes. “I agree with you that there is no 
more excuse for granting rate favoritism to one section of the 
country than for granting gasoline favoritism to another.” 

Senator Stewart said he had asked Secretary Ickes “for 
his support for the cause.” 


PORT TERMINAL CHARGES 
The Commission, by an order in No. 29003, Jacksonville 
Port Terminal Operators Association vs. Alabama, Tennessee 
& Northern Railroad Corporation, et al. has permitted inter- 
vention of the Public Service Commission of South Carolina 
in the proceedings, involving an attack on existing port 
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, = Are No “Graduation Days” 
For Good Railroad Men 


@ It may seem strange to a little child just starting in 
school to see DAD bringing home books, too.) 

But it’s an everyday sight in the homes of Erie men 
because constant training in better railroading methods 
is a regular part of the Erie program. 

After all, it isn’t alone the number of years of service 
that count. It’s the knowledge gained both by experi- 
ence and study that makes a railroad modern and 
progressive. 

All along the Erie lines you will find regular confer- 
ences attended by experienced men as well as young- 
sters. They are studying better ways of doing their jobs 
in order to make good service better. Good railroad 
men cannot be trained in a few weeks. It takes years 
of training to be ready for the responsibilities of mov- 
ing and safeguarding human lives and valuable freight. 

Wartimes call for alertness, efficiency, and depend- 
ability on the part of all railroad men. Erie men are 
determined that no assignment either in war or peace 
will find them unprepared. 





gp. 23,57 8 FREIGHT TRAINS DAILY : 
a : 2 1,408,964 rreicut cars DAILY 


. 25,000,000 net tons pany 
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terminal charges at south Atlantic and Gulf ports by the 
Jacksonville terminal operators (see Traffic World, July 31). 

The petition of the South Carolina commission said that 
the petition of the Jacksonville operators affected its rate- 
making authority. The Jacksonville petition, in effect, under- 
took to have the Commission impose on the South Carolina 
commission a thirteenth section (4) proceeding involving mat- 
ters which were not yet a subject of complaint before the 
South Carolina body, the petition said, and upon which it 
had not, therefore, rendered a decision. The procedural 
methods suggested by the Jacksonville operators suggest, it 
said, “violate established practices in that they purport to 
disregard the original jurisdiction of this commission in mat- 
ters concerning transportation agencies engaged in intrastate 
commerce within South Carolina and, if adopted by the Honor- 
able Commission, would cause respondent railroads to violate 
rules of this commission which provide that no increase in 
rates or charges on intrastate traffic within South Carolina may 
be made without specific authorization by rule or written 
consent of this commission.” 

The South Carolina body said it was not prepared to state 
its position on allegations of unreasonableness of present port 
terminal charges at Virginia, South Atlantic and Gulf ports, 
and would not be prepared to do so until it had heard and 
considered evidence in regard thereto. 


MOTOR CONTRACT RATES TO WISCONSIN 


Examiner Reece Harrison held a hearing at Chicago, 
August 7, in I. and S. M-2249, building and roofing material, 
Illinois to Wisconsin. Suspended in the matter is Supplement 
No. 11 to tariff MF-I. C. C. No. 8 of Edward McClosky, doing 
business as McClosky and Shaffer, Inc., Indianapolis, which 
propose to establish new reduced contract motor carrier min- 
imum rates on building and roofing materials from Chicago 
Heights and Vandalia, Ill., to 30 points in Wisconsin. No rep- 
resentatives for Mr. McCloskey entered an appearance. Ap- 
pearances were entered by representatives of the Chicago and 
North Western, Milwaukee Road, and Soo Line, who sought to 
have the Commission order the suspended tariff cancelled. 

George Reid, assistant general freight agent, Soo Line, 
Minneapolis, testified that truck mile revenue of motor carriers 
operating in Wisconsin averaged 27.4 cents in 1941. He said 
the proposed rates would produce truck miles revenues ranging 
from 11.8 to 32.6 cents from Chicago to the 30 destination 
points, and from 9.5 to 14.4 cents from Vandalia. He said that, 
for the most part, revenue from Chicago to the Wisconsin 
points would be less than 20 cents and from Vandalia less than 
12 cents a mile. Such revenue was lower than desirable from 
the standpoint of maintenance of stable service to shippers, he 
said, adding that the respondent’s proposed rates would cover 
the cost of pick-up and delivery service though the railroad 
carload rates, which Mr. McClosky sought to meet, did not 
cover such service. 


ALLSMAN WATER APPLICATION 


Harry Allsman, of Harvey, La., has filed an application, 
FF-159, with the Commission asking an order that his water- 
carrier operations are exempt from the provisions of part III 
of the act, in accordance with section 302(e). The application 
described the involved operation as furnishing for compensation, 
under lease, or other agreement, vessels to persons other than 
common carriers subject to the act, for use of such vessels 
in marine construction, as well as for the purpose of trans- 
porting machinery, materials, supplies, and equipment inci- 
dental to, or used in, the construction, development, operation, 
and maintenance of facilities for the discovery, development, 
and production of natural gas and petroleum, to and from 
points in the states of Louisiana, Texas, Mississippi, Alabama, 
and Florida. 

The application said that the applicant had pending before 
the Commission an application for a permit as a contract car- 
rier, and asked that the Commission hold this proceeding in 
abeyance temporarily until the instant application was dis- 
posed of. 





FREIGHTWAYS APPLICATION 

In a brief in MC F-2015, in the Matter of the Application 
of Freightways, Consolidated Freightways, Inc.; Pacific Inter- 
mountain Express Co., Salt Creek Freightways, Savage Trans- 
portation Co., Inc., Union Transfer Co., and Effie May Russell, 
for approval and authorization of certain operating practices 
and transactions of, by and between the applicants, attorneys 
for the applicants assert that the operations of Freightways are 
and will be within the definition of pooling or division as used 
in the act. 

The operations of Freightways are, and will be, the exer- 
cise of control by a non-carrier over carriers, and require ap- 
proval by the Commission, according to counsel. Freightways 
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either controls its members, or all the other members contro 
each member through the instrumentality of Freightways it ‘ 
asserted. ee 

The evidence of record in this case required that the appli 
cation be granted, counsel asserted. The proposed transactor 
they said, would not unduly restrain competition. Applicanty 
brief reviewed at length the testimony in the proceeding ang 
likewise discussed at length the law affecting the case. Counse| 
said this case raised the question whether an association jn cor- 
porate form of separate motor carriers, which were owners of 
such corporation, might exercise limited control or management 
of such carriers under and in accordance with a written agree. 
ment, without approval and authority from the Commission 
and if such approval and authority were necessary, whether the 
proposed arrangement, combination and agreement were in the 
public interest, and otherwise within the provisions of the law. 















CLEVELAND LIVESTOCK DELIVERY 


The Commission, by an order in No. 28421, Baltimore % 
Ohio Railroad Co., et al. vs. Cleveland Union Stock Yards Co 
and related cases, has denied the petitions of the Cleveland 
Union Stock Yards Co. and the Livestock Terminal Service 
Co., for rehearing, reconsideration, and modification of the find. 
ings and order in the proceedings. 

The Cleveland Union Stock Yards Co. had asked rehearing 
and modification of the findings and order, assigning five 
grounds of error in the Commission’s report. Livestock Ter. 
minal Service Co. had asked for rehearing for the purpose of 
presenting new and additional evidence as to the present cost 
of providing facilities necessary in loading and unloading ship. 
ments of ordinary livestock at the Cleveland Union Stock Yards, 

_ In its report in the proceedings, the Commission, with Com- 
missioners Aitchison and Porter dissenting, found, among other 
things, that the Cleveland Union Stock Yards Co., from Feb. 5, 
1938, to May 31, 1940, and the Livestock Terminal Service Co, 
since June 1, 1940, were common carriers by railroad, and that 
the duties of the railroad companies serving Cleveland, in the 
transportation of interstate shipments of ordinary livestock, 
had been completed under the act when the services of unload- 
ing and loading had been performed (see Traffic World, May 
29, p. 1259). 
































TRANSAMERICAN MOTOR RIGHTS 


The federal court for the district of Delaware has sus- 
tained the decision of the Commission denying ‘grandfather’ 
rights to Transamerican Freight Lines, Inc., covering common 
carrier rights between points in New York, New Jersey, Penn- 
sylvania, Delaware, Maryland, Virginia, and the District of 
Columbia, which rights had been the subject of an agreement 
between Transamerican and Earl H. Daniel, doing business 
as Owl Transportation Co., that Daniel would sell the business 
within ten days after the Commission issued the “grandfather” 
certificate. 

The Commission denied the certificate on the ground that 
there was a cessation of operation by Daniel, and the court 
said that, viewing the evidence as a whole, the inference was 
clear that the applicant had performed no transportation for 
a period of four weeks prior to the execution of Daniel’s as- 
sets, following financial difficulties. The court said that dis- 
continuance of service because of financial difficulties had re- 
peatedly been found to be not beyond the control of applicants. 

After referring to decisions of the Commission, the court 
said that what the Commission did was to examine the evi- 
dence of interrupted or continuous operation under the pat- 
ticular facts of each case. In the instant proceeding, the court 
said it thought there was sufficient evidence before the Com- 
mission on which it predicated its finding that “there was no 
affirmative intent on the part of Daniel to continue his op 
eratitons.” 


The case was docketed as Civil Action No. 274, Trans- 


american Freight Lines, Inc., vs. United States and Interstate 
Commerce Commission. 
































SHORT LINE CLAIMS 

By an order in Finance No. 4936, Deficit Status of Colorady 
& Wyoming Railway Co. Under Section 204, the Commission, 
division 4, has found the Colorady & Wyoming not entitled to 
benefit under section 204 of the transportation act, as amended, 
for reimbursement of losses in railway operating income alleged 
to have been sustained during the period of Federal control, 
and has dismissed the claim. 

The report said that the carrier had filed a claim for pay- 
ment of $468,520.75 as compensation for such alleged losses and 
that by a report and order of Jan. 23, 1926, 105 I. C. C. 373, 
the claim had been dismissed on that finding that, “inasmuch 
as the carrier earned a net railway operating income for the 
period as a whole, the provisions of the statute were not appli- 
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able to it, under the construction of the law adopted by the 
Commission on Oct. 17, 1925, in Deficit Status of Bingham & 
Garfield Railway Co., 99 I. C. C. 724. The claim, it said, was 
opened by an order of Feb. 14, 1941, for further considera- 
fio in accordance with the provisions of the statute as 
ded. 
ine The report said that $272,753.90 was the maximum which 
might not be exceeded by the sum of the net railway operating 
inome earned and any payment that might be made in set- 
ement of the carrier’s deficit claims. Inasmuch as the carrier’s 
set railway operating income, as adjusted by the report, was 
545.67, representing a return of 12.27 per cent on the value 
of the property for the period, it was apparent that the rate- 
of-return limitation in section 204(j) precluded payment of any 
jenefit to the carrier in settlement of its claim under the 
amended statute, the report said. 


MOTOR ACT PROSECUTIONS 


District of Connecticut, at Hartford. Hartford Transporta- 
tion Co., Inc., of Hartford, Conn., was fined $500 following 
entry of a plea of guilty to an information charging it with 
operating as a common carrier of property by motor vehicle, 
for compensation, without requisite operating authority from 
the Commission, and with offering, granting, and giving rate 
concessions. The fine was required to be paid. 


BIDDING ON RAIL SECURITIES 


Attorneys in the anti-trust division of the Department of 
justice are studying the situation with respect to competitive 
bidding for rail securities and possible violations of the Clay- 
ton anti-trust act in the sales of such securities. No decision, 
itis said, has been reached as to whether the division will ask 
yrmission to intervene in Ex Parte 158, the Commission’s in- 
quiry into competitive bidding (see Traffic World, Aug. 7, p. 
40). Complaints as to transactions and practices with respect 
tosales of railroad securities had been received by the division, 
it was said. 


JOSEPH E. FALTIN PURCHASE 


The Commission, division 4, by an order in MC F-2247, 
Joseph E. Faltin—Purchase—Nelson J. Cote (Grace M. Cote, 
Executrix), has authorized the lease by Joseph E. Faltin, dba 
J. E. Faltin Motor Transportation, of Manchester, N. H., of 
the motor-carrier properties, including operating rights, of 
Nelson J. Cote, dba Cote’s Express & Freight Lines, of Berlin, 
N. H., for a period not exceeding 180 days beginning with 
Aug. 3, with conditions. 


BUSH TERMINAL ACQUISITION 


By an order in Finance No. 14137, Application of Bush 
Terminal Railroad Co. for a Certificate of Public Convenience 
and Necessity Authorizing the Extension of its Line of Rail- 
road by the Acquisition by Lease of the Railroad Trackage 
and other Railroad Facilities of the Bush Terminal Co., the 
Commission, division 4, has granted the motion of the appli- 
cant to exclude as irrelevant all evidence introduced on hear- 
ing by the interveners so far as it related to buildings one 
to 10 owned by the Bush Terminals Building Co. The order 
overruled the motion so far as it related to buildings 19 to 26 
owned by the said buildings company, and further ordered 
that the adjourned hearing be resumed at a time and place to 
be designated. 


ACCEPTANCE OF CONCESSIONS 


“The Commission has been advised by the office of the 
United States attorney for the District of Massachusetts, at 
Boston, that on pleas of guilty entered by The Beacon Wiper 
Supply Company and Beacon Laundry Service, Inc., to infor- 
mations charging acceptance of concessions, in violation of Sec- 
tion 1 of the Elkins Act, a fine of $1,000 was imposed on each 
defendant,” says Secretary Bartel. “The concessions were ob- 
tained by means of the device of describing, in shipping orders 
presented to the carriers, carload shipments of sterilized wip- 
ing cloths as rags. This matter was investigated by the Com- 
mission’s Bureau of Inquiry.” 





REVISED BILL OF LADING FORM 

Objection to the arrangement of printed matter in the 
Tevised bill of lading form approved by the Commission in 
No. 4844 (see Traffic World, July 24, p. 187) and other matters 
hot involving the language in the form has resulted in A. F. 
Cleveland, vice president, Association of American Railroads, 
Suggesting that no publication of the revised bill of lading 
orm be made at this time. An effort is being made to compose 
the objections. 


REPARATION ORDERS 


A Reparation order has been issued in No. 28744, Associated 
Bristol, Tennessee Retail Coal Dealers, vs. Southern Ry. et al. 


Motor Hours of Service 


Tom Linder, commissioner of agriculture of the state of 
Georgia, has filed a petition with the Commission in Ex Parte 
MC 2, in the matter of Maximum Hours of Service of Motor 
Carrier Employes, asking it to issue an order suspending for 
the duration of the war part V of its regulations relative to 
“hour log,” prohibiting and restricting drivers from driving 
their vehicles longer than ten continuous hours. The petition 
was presented, said he, at the instance of and on behalf of all 
the operators and owners of trucks and trailers carrying per- 
ishable foodstuffs from the state of Georgia to other states. 

Suspension is asked, according to the petition, in order 
that “foodstuffs may be transported with a minimum of waste 
and delay, all of which will greatly benefit the war effort.” 
There were many occasions when a vehicle carrying agricul- 
tural products from Georgia to a farm market was unable to 
reach the market within ten hours, said the petition, adding 
that in those instances, usually from one to five additional 
hours of driving was required. 


“Due to the shortage of manpower as a direct result of the 
war effort, it is at the present time impossible to place two 
men on a truck in order for the first man to rest after the 
expiration of his ten hour drive,” said the petition. “It is also 
impracticable to terminate the trip when the driver is only a 
short distance from his destination in order to give the driver 
a rest period, for the reason that the products being trans- 
ported are of an extremely perishable nature. A few additional 
hours consumed in transporting such products would result in 
a deterioration of same and, therefore, prevent such food from 
being used for human consumption.” 


The petition asked the Commission, among other things, 
to take judicial notice of the fact that at the present time it 
was impossible to obtain sleeping cabs, even though it were 
possible to obtain the additional man for each truck. 


In the past, said the petition, Georgia operators had been 
exceeding the ten-hour log in certain instances, but the safety 
record of these operators was excellent. 


More than a score of affidavits were attached to the peti- 
tion by truck operators, each of which was asked to be con- 
sidered as a part of the petition and used as evidence before 
the Commission. Many additional affidavits would have been 
obtained had time permitted, said the petition. 


Rail Unions’ Wage Demands 
The Traffic World Washington Bureau 


An agreement that, according to views stated by a spokes- 
man for the unions involved, meant the cancelation of tentative 
plans for a strike vote by the 15 non-operating railroad employe 
brotherhoods, was reached by the heads of those unions and 
the members of three regional railroad conference committees 
late Aug. 7, the second day of conferences in Washington be- . 
tween representatives of labor and management in the so-called 
8-cent wage case (see Traffic World, Aug. 7). 

At 4:30 p. m., Aug. 7, D. P. Loomis, chairman of the western 
railroads’ conference committee and executive director of the 
Association of Western Railways, and George M. Harrison, 
president of the Brotherhood of Railway and Steamship Clerks, 
etc., came out of the conference room and advised a group of 
reporters that the conferees had prepared an announcement. 
The announcement, in mimeographed form, read as follows: 


The three regional carriers’ conference committees and representa- 
tives of the fifteen cooperating railway labor organizations today have 
reached an understanding for the settlement of the wage increase 
requests of non-operating railway employes. They hope that this dis- 
position of the dispute will be acceptable to the government. 


Questioned as to the terms of the agreement, Messrs. 
Loomis and Harrison said no details of the agreement coukd be 
made public until after it had been submitted to “the govern- 
ment.”” Asked whether the question of overtime pay for hours 
worked in excess of 40 hours a week was involved in the agree- 
ment, they said that it was not. Mr. Harrison added that over- 
time pay was “not in issue in this case.” He said he would not 
venture any statement at this time as to whether the overtime 
pay question might be brought up later on. 

The reporters wanted to know whether the term “the gov- 
ernment” as used in the announcement referred to President 
Roosevelt or Stabilization Director Vinson. The spokesmen for 
the conferees said they did not know and that they had been 
unable, so far, to obtain enlightenment on this point. Mr. Vin- 
son, it was stated, was “out of town.” 

“Common decency and courtesy requires that we take it up 
with the government first,” said Mr. Harrison, pressed for 
further information about the agreement. “We're trying to make 
a contribution to the national welfare. This is a national situa- 
tion and this country is at war. We’re trying to make a contri- 
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bution in this manner by arriving at what we consider the 
solution.” 

He advised the reporters to confine their stories about the 
agreement to the material in the prepared statement and not 
to put out any “balloons.” adding that by adhering to his advice 
they would perform a service for their country. 

Asked whether the adoption of the agreement by the con- 
ferees meant the withdrawal of the tentative strike vote plans 
that the union leaders had announced after a meeting Aug. 4, 
Mr. Harrison said that “we met and decided to put out a strike 
ballot if we could not reach a satisfactory disposition of this 
matter.” He added that the reporters had now received the an- 
nouncement of the agreement, and that they could draw their 
own conclusions. 

“We're not going out and quarrel with people we've finally 
found peace with, are we?” he said. 

Mr. Harrison and B. M. Jewell, president of the Railway 
Employes’ Department, American Federation of Labor, were 
asked whether the agreement embodied a horizontal wage in- 
crease or graduated adjustments of wage scales. Both refused 
to divulge any information responsive to the question, saying 
that it had been agreed in the conference that none of the con- 
ferees would make any comment on the terms of the agreement. 
The railroad conference committee members, likewise, declined 
to make known any of the particulars of the agreement. 

One question directed to Mr. Loomis and Mr. Harrison 
yielded a reply to the effect that Chairman Leiserson, of the 
National Mediation Board, might be called on for advice or 
assistance as to the submission of the agreement to the Presi- 
dent or Stabilization Director Vinson. 

While the railroad conference committee members had re- 
mained in session almost continuously in the mornings and 
afternoons of Aug. 6 and 7, the leaders of the unions had met 
with them periodically. The chiefs of the brotherhoods attended 
the conference for only about half an hour the morning of Au- 
gust 6, then returned at 3 p. m. that day and remained in ses- 
sion with the rail management spokesmen until 6:30 p. m. The 
railroad committees reconvened at 10 a. m., Aug. 7, and after 
being joined by the union chiefs at 11 a. m., remained in session 
until 1:30 p. m. The conference was resumed at 3 p. m. 

The agreement reached by the representatives of the rail- 
roads and of the non-operating employes, it was understood, 
called for an increase in pay substantially the same in amount 
as recommended by the emergency board—8 cents an hour. 
The board estimated that such an increase would amount to 
approximately $204,000,000 on an annual basis. 

It was said that the negotiators had made an effort to 
bring the increase agreed to within tests outlined as permissible 
by Director Vinson in his opinion supporting his ban on the 
8-cent increase recommended by the emergency board (see 
Traffic World, July 3, p. 37). Director Vinson rejected the 
test of “gross inequity” as applied by the board but indicated 
increases might be made to correct substandards of living, to 
conform to the “Little Steel” formula, for job reclassifications 
or for merit if the increases did not increase production costs 
or provide a basis for increases in prices. The director said 
further that the director of economic stabilization in his 
directive of May 12, provided that (1) tested going rate brackets 
for recognized categories of employments in various labor 
markets might be established and adjustments be made to the 
minimum in these brackets; (2) maladjustments between 
wages and the cost of living were to be considered only under 
the “Little Steel’’ formula and the correction of substandards 
of living; and (3) if adjustments were made under (2) then 
adjustments in immediately interrelated job classifications to 
keep minimum differentials for productive efficiency might be 
considered. 

Director Vinson said it was believed that the emergency 
board had not exhausted the possible applications of the tests 
other than that of the “Little Steel’ formula, recognized in 
the executive order No. 9328 (hold-the-line order) and the 
directive outlined by him. The board had found that, as to 
the “Little Steel” formula permitting groups of employes to 
receive 15 per cent more in their basic rates of pay than they 
did in January, 1941, the non-operating group as a whole had 
received such an increase, and Director Vinson agreed with 
that view. 

The shortage of manpower on the railroads was said to 
have been a factor considered by the negotiators in reaching 
an agreement. In that connection, it was indicated, an increase 
might be justified.to keep necessary men at work in an industry 
indispensable to the war effort. 

Arrangements were to be made for submission of the agree- 
ment probably to President Roosevelt. 


Cc. N. S. & M. LABOR DISPUTE 
Unions representing the operating employes of the Chicago, 
North Shore and Milwaukee Railroad obtained permission from 
Judge Michael Igoe in federal district court at Chicago, August 











9, to intervene in the railroad’s reorganization case and to file 
a motion to have vacated a court order issued in Febryar 
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1942, under which North Shore employes were restrained from a ¥ of bi 
operating company trains within Chicago (see Traffic World * 0 acc 
Feb. 21, 1942, p. 515). The order provided that employes of the _" 
Chicago Elevated Lines, over which North Shore trains Operate 
within Chicago, operate the North Shore trains in the city, } 1] 
was issued to meet an emergency created by a strike called 5 Empi 
the Amalgamated Association of Street and Electrical Raulway and termi 
Workers, representing elevated line employes. The strike way § ™ ery r 
called soon after North Shore employes, formerly members of crease <i 
the Amalgamated union, voted to become members of the oa sean 
Brotherhood of Railway Trainmen and Brotherhood of Locomo- the The , 
tive Firemen and Enginemen. - Execu 
Leo J. Hassenauer, attorney for the intervening unions, said ional, cle 
in his petition to intervene that the court had not had proper Tauren 
jurisdiction to enter the order. The dispute between the broth. . trans 
erhoods and the Amalgamated union had been certified to the ‘ nsporté 
National Mediation Board, which, under the railway labor act 17156; ar 
had exclusive jurisdiction to decide which employes had the ——_e~ 
right to operate the trains within Chicago, the petition said, } D 
added that there had been no evidence before the court showing 
that the Amalgamated members would interfere with North Bartl 
Shore operations over the elevated lines if North Shore em. president 
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ployes operated the trains in Chicago. 

Judge Igoe characterized the matter as “just a row between 
two unions with the court caught in the middle.” He said the 
situation was the same at present as it had been when the 































































Amalgamated employes struck early in 1942. The emergency mittee . 
continued to exist, he said. He gave 30 days to attorneys for Charles 4 
the railroad in which to file an answer to the motion to vacate, of New ' 
and set the matter for hearing October 15. 
T. P. 
- 
T. P. & W. Foreclosure Suit ee 
A suit for foreclosure under the first mortgage on the § its seizu 
Toledo, Peoria, and Western, and a motion for the appoint- § and has 1 
ment of a receiver for the railroad will be heard in the federal § in effect 
court at Peoria, Ill., August 16. The suit was filed and the §TP.&V 
motion will be made by attorneys for the Central Hanover 9 P. McNe 
Bank and Trust Company of New York, trustee under the § changes 
railroad’s first mortgage, and is based on the failure of the 9 known tk 
railroad corporation to pay the interest on the mortgage bonds § military 
due January 1, 1943. p. 1156). 
The Office of Defense Transportation, which is operating @ of Georg 
the railroad under presidential order, earlier in the year Jina lett 
offered to turn over to George P. McNear, Jr., president of the J these ar 
corporation, $31,200 to pay the interest, the money to come § federal r 
out of the earnings of the railroad properties. Mr. McNear § to your | 
refused to accept the money on those terms, insisting that § the repo 
the funds should be made available out of the “just compensa- § that he 
tion” the government should pay for the seizure and operation § changes 
of the railroad (see Traffic World, April 3, p. 817). “Tt i 
The motion for the appointment of a receiver, pending the § roads,” : 
adjudication of the foreclosure, asks that all of the properties § keep the 
of the corporation other than those in the hands of the govern- Und 
ment be turned over to such a receiver for management, “in- § port con 
cluding, specifically, the claim of the railroad against the federal § and crev 
government for just compensation for the use of its properties.” run 
It asks that the receiver be empowered to take possession of § stopping 
such parts of the property as the director of the O. D. T. “shall § change c 
at any time hereafter during the pendency of this cause § adds tha 
relinquish, surrender, abandon or deliver to said receiver. Eastmar 
The motion also asks for an injunction against the corpo J inaugure 
ration’s “officers, directors, agents and employes and all other | most pai 
persons, associations and corporations (other than the director | he come 
of the Office of Defense Transportation, his agents and em- J abrogate 
ployes),” restraining them from “interfering with, attaching, J confesse 
levying upon, transferring, selling, disposing of or in any man- The 
ner whatsoever disturbing any portion of the assets, goods, § containi: 
moneys, railroads, property and premises of which said re § decided 
ceiver is appointed or from taking possession of, or in any way § in consc 
interfering with the same or any part thereof or from inter- § road pa 
fering in any manner to prevent the discharge of said receivel f he “oug 
of his duties in the operation of said property and premises § make it 
under the orders of the court.” the wag 
The motion asks that the receiver be authorized to “Te § underta! 
quest and accept from the director of the Office of Defense § one itt’ 
Transportation advances on funds, upon the terms and condi-§ effect o 
tions stated in executive orders Nos. 9108 and 9320, for the d's-§ out the 
charge of lawful obligations of the railroad,” including install- trary to 
ments of the sinking fund due under the mortgage and interest | ‘guinea 
due on the mortgage bonds, and “‘to execute receipts therefor 0] is “grat 
such form as the director of the Office of Defense Transporta- ] thing to 
tion shall require and as shall be approved by said receiver. the eff 
The executive orders referred to are those under which | promot. 
the director of the O. D. T. was authorized to advance funds compati 
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wage of the motion is that the mortgage trustee disapproves 
yr. McNear’s action in refusing to accept money for the pay- 

nt of bond interest on those terms and wants a receiver who 
will so accept it. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,387,654 at the middle of July, 
an increase of 5.4 per cent over July of last year, and an in- 
cease of 0.44 over June this year, according to a rail employ- 
ment compilation based on preliminary reports, prepared by 
the Commission’s Bureau of Transport Economics and Statis- 
tics. The July, 1943, employment was reported as follows: 

Executives, officials, and staff assistants, 14,080; profes- 
jonal, clerical and general, 222,397; maintenance of way and 
structures, 296,207; maintenance of equipment and stores, 377,- 
372; transportation (other than train, engine, and yard), 162,537; 
transportation (yardmasters, switch-tenders, and hostlers), 
17,156; and transportation (train and engine service), 297,705. 












DISCRIMINATION IN RAIL EMPLOYMENT 


Bartley C. Crum, attorney of San Francisco, Calif., formerly 
president of the San Francisco chapter of the Lawyers’ Guild, 
has been appointed as chief counsel for the President’s Com- 
mittee on Fair Employment Practice in its forthcoming hear- 
ings, Sept. 15, 16 and 17, on alledged employment discrimina- 
tion by a number of railroad companies and unions, the com- 
mittee has announced. Associated with Mr. Crum will be 
Charles A. Houston, of Washington, D. C., and Harold Stevens, 
of New York City. 


I. P. & W. Working Rules 


The Office of Defense Transportation has found the rules 
granted to workers on the Toledo, Peoria and Western after 
its seizure by the government in March, 1942, too onerous 
and has modified them so they are now less liberal than those 
in effect on other railroads, says an interim report of the 
T. P. & W. Railroad corporation, issued by its president, George 
P. McNear, Jr. The report charges that the O.D.T. kept the 
changes secret until the facts as to some of them became 



















4 known through Director Eastman’s testimony before the House 


military affairs committee in May (see Traffic World May 15, 
p. 1156). It says that, in reply to questions Mr. McNear asked 
of George Voelkner, assistant federal manager of the railroad, 
ina letter of November 14, 1942, Mr. Voelkner said that “as 
these are matters that are entirely the repsonsibility of the 
federal management in its operation of the railroad, no reply 
to your questions is deemed necessary.” Some months before, 
the report says, Director Eastman had notified Mr. McNear 
that he did not intend to notify other railroads of the rules 
changes already made or those he might make in the future. 

“It is customary to exchange such information between rail- 
roads,” says the report. “Evidently Mr. Eastman wanted to 
keep the modifications a secret.” 

Under modifications of the rules already in effect, the re- 
port continues, “it is no longer necessary to have yard engines 
and crews on duty which are not needed; through trains can 
be run from one end of the railroad to the other without 
stopping to change crews and cabooses at Peoria, and inter- 
change crews on all lines will handle cars in both directions.” It 
adds that, ‘‘by his own actions and by his own statements, Mr. 
Eastman admits the absurdity of the featherbed rules which he 
inuugurated on our railroad in July, 1942, and which, for the 
most part, the War Labor Board ordered us to accept. .. . Now 
he comes forward and admits that he secretly changed and 
abrogated his own rules. Thereby, at this late date, he openly 
confesses that he could not operate satisfactorily under them.” 

The report quotes from a pamphlet issued by the O.D.T., 
containing Director Eastman’s testimony, that the director 
decided he “should arrive at an arrangement which would be 
IN consonance with the generally prevailing standards of rail- 
toad pay and employment throughout the country,” and that 
he “ought not, in the case of that little railroad, to attempt to 
make it a guinea pig and, having no control whatsoever over 
the wages and working conditions on the railroad generally, 
undertake to set the pace by any innovation in the case of that 
One little railroad.” By “returning to the efficient rules” in 
effect on the T. P. & W. at the time of seizure, after trying 
out the so-called standard rules, Director Eastman, “quite con- 
tary to his original intentions, is making a helpful and active 
guinea pig’ of the T. P. & W,” says the report, adding that it 
is “gratifying” to know that Director Eastman is “doing some- 
thing to abrogate the ridiculous featherbed rules.” It says that 
the efforts of the corporation to publicize these matters “will 
Promote faster and more efficient operation’’ and “has been 
Compatible with the real needs of the war.” It may be 
of help later, it adds, “when peace ends the days of swollen 
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was traffic and the competitive business of the new era goes to 
those who provide the quickest and cheapest transportation.” 

e report also objects strongly to Director Eastman’s testi- 

mony about the efficiency of labor under federal management. 
It says that his objection to the count of employes in train 
and engine service before the seizure, used by Mr. McNear 
in a circular, lies in his insistence that it should have in- 
cluded every one who did any work for the railroad in October, 
1941, instead of merely those who were working for the rail- 
road at mid-month. Later in his testimony, however, the circu- 
lar says, Director Eastman himself used the mid-month count, 
when making comparisons of average hours worked in a week 
by employes under private government operation. 

“When we used the mid-month count it resulted in an index 
of efficiency which Mr. Eastman did not like,” it says. ““When 
he thought the same count served his purpose, he used it.” 

It says that Director Eastman’s contention, that an increase 
in ton miles for each employe indicates an increase in worker 
efficiency, is fallacious. That apparent increase in transportation 
output comes about because of an increase in the average load- 
ing of freight cars on the T. P. & W. from 26.6 tons to 31.5 tons 
since the government took over the railroad, and from the pres- 
ent greater proportion of through traffic over the road. This, it 
says, has brought about an increase in the average length of 
haul from 96.6 miles to 112 miles. Shippers should have credit 
for the heavier loading of cars, it says, not the employes. It 
asserts that the real test of employe efficiency is the average 
number of train miles operated for each worker in a given 
period. Using calculations it says are based on Director East- 
man’s count of workers, it shows that, while the number of 
employes has increased by 30.4 per cent since the federal take- 
over, and the compensation paid to them by 35.3 per cent, the 
train-miles operated increased only 3.3 per cent. 

The report finds fault, too, with Director Eastman’s state- 
ment that the greatest length of trains operated under private 
management was 40.cars, and the greatest length under govern- 
ment operation was 135 cars. It contends that a fairer com- 
parison would have been with averages under the contrasting 
management. Those averages, it says, are 33 cars and 35.9 cars, 
respectively, indicating an increase in average length of trains 
under federal management of only 2.9 cars. 

As to the statement that there had been improvement in 
‘‘passenger-mile output under federal operation,” the report 
says Director Eastman is to be congratulated on an increase of 
passenger revenues of 350 per cent, from “$22 for the entire 
year of 1941 to $99 in 1942.” The T. P. & W. has no passenger 
equipment or service, and only occasionally collects cash fares 
from riders in cabooses on freight trains. 

The report concludes with a statement that Director East- 
man is proving the corporation’s case by showing that the rail- 
road cannot be operated successfully under standard working 
rules. 

“Through his own experiences, Mr. Eastman has demon- 
strated the correctness of our contentions,” it says. “When he 
found that we would not accept his rules and that it was up to 
him to continue the operation of our railroad and get results, 
Mr. Eastman proceeded to assert those rights and duties which 
every management must use if it is to conduct its business 
properly. 

“Mr. Eastman is proving our case for us. He has been re- 
turning towards the efficient rules we had in effect at the time 
of the seizure more than a year ago. Quite contrary to his orig- 
inal intentions, Mr. Eastman is making a helpful and active 
‘guinea pig’ of the T. P. & W.” 





PAN AMERICAN AIR LINE CONTROL 


Examiner J. Francis Reilly in a report in No. 875, Pan 
American Airways, Inc., Acquisition of Aeronaves de Mexico, 
S. A., has recommended that the Civil Aeronautics Board find 
that Pan American has acquired control of Aeronaves de 
Mexico, S. A., a Mexican air carrier, within the meaning of 
section 408 of the civil aeronautics act of 1938, as amended, by 
reason of 40 per cent stock interest, and that the board assign 
the matter for further hearing to determine whether the acqui- 
sition of control fulfills the requirements of public interest as 
set forth in section 408(b) of the act. Pan American requested 
the board to determine whether the stock acquisition was a 
transaction subject to the board’s approval under section 408 
and, in the event that the board should decide that such ap- 
proval was required, that such approval be granted. 


AIR CERTIFICATE APPLICATIONS 


Applications for air transport certificates continue to pour 
into the offices of the Civil Aeronautics Board (see Traffic 
World, Aug. 7, p. 305). The following additional new applica- 
tions have been filed: ; 

No. 974, Delta Air Corporation, Atlanta, Ga., transportation 
of persons, property and mail between Cincinnati, O., and Nor- 
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folk, Va., via Charleston, W. Va., Roanoke, Va., Lynchburg, 
Va., and Richmond, Va., and extension of routes 24 and 54. 
No. 975, of the same carrier, seeks amendment of certificate 
for route 24 so as to authorize extension from the intermediate 
point Birmingham, Ala., to a proposed terminal point Kansas 
City, Mo., via the intermediate points Tupelo, Miss., Memphis, 
Tenn., and Springfield, Mo. 

No. 976, Sunshine Airlines, Amarillo, Tex., transportation 
of persons, property and mail, by helicopter, or other type of 
aircraft, over the following routes, all via various intermediate 
points: Amarillo-Ft. Worth/Dallas, Tex.; Amarillo-Pecos, Tex.; 
Amarillo-San Angelo, Tex.; Dalhart-Carlsbad, N. M.; Santa 
Fe, N. M.-Austin, Tex.; Amarillo-Bartlesville, Okla.; Wichita, 
Kan.-San Antonio, Tex.; and San Angelo, Tex.-Enid, Okla. 

No. 977, Marvin R. Jackson, J. Perry Jackson and Edward 
E. Drapela, co-partnership, Grand Junction, Colo., transporta- 
tion of persons, property and mail in scheduled operations be- 
tween Grand Junction, Colo., and Albuquerque, N. M., between 
Grand Junction and Salt Lake City, Utah, and between Grand 
Junction and Craig, Colo., via various intermediate points, and 
on call and demand between such points. 

No. 978, Peter Picknelly, Springfield, Mass., presently en- 
gaged in bus transportation business under name of Peter Pan 
Bus Lines, seeks scheduled air transportation of persons, bag- 
gage, property and mail, by helicopter or similar aircraft, over 
the following routes all via various intermediate points: Bos- 
ton, Mass.-Albany, N. Y., via Worcester; Boston-Albany, via 
Hartford; Boston-New York, N. Y., via Providence; Boston- 
New York, N. Y., via Hartford; Boston-New York, N. Y., via 
Y, giaamaae Albany-Providence; and Albany, N. Y.-New Haven, 

onn. 


C. of C. and World Transport 


Eric A. Johnston, president of the Chamber of Commerce 
of the United States, has announced appointment of a special 
committee “to bring forth an early report to be used as a basis 
for consideration of measures that will be needed” to convert 
the world-wide wartime transport networks of the United States 
into “permanent systems.” This was done, according to the 
Chamber’s announcement, in recognition of “the certainty that 
America’s vast ship and aircraft production will bring great 
changes in international transportation after the war.” 

“The committee, under the chairmanship of Chamber Vice- 
President William K. Jackson, of the United Fruit Co., Boston, 
includes representatives of steamship lines, shipbuilders, inter- 
national and domestic airlines, aircraft manufacturers, export- 
ers, importers and others interested in international trade,” said 
the Chamber. 

The Chamber’s announcement quoted the following state- 
ment by Mr. Johnson: 


Adequate communications by sea and air with all parts of the world 
will in the future be more than ever essential to our national well- 
being. We have had bitter and expensive experience because of our 
inadequate ocean shipping. In the interval between the two world 
wars we made some progress. American vessels carried 25 per cent of 
our foreign trade in 1938, as compared with 9 per cent in 1914. We 
must raise our sights for the years ahead. 

By the end of this year or early in 1944, the United States should 
have more than thirty million deadweight tons of ocean-going cargo 
vessels, which is more than the total of the British merchant marine. 
However, a large majority of our ships will be the slow-going Liberty 
type. These probably for the most part will be held in reserve but we 
shall have a nucleus of three to four million tons of modern high-class 
competitive cargo vessels and a varied assortment of older ships. 

The disposition and use to be made of the shipping which our gov- 
ernment will have in its possession at the end of this war will have 
far-reaching effects upon the future of our merchant marine and inter- 
national relations. 

A newer but somewhat similar problem lies before us in the field 
of aviation. To serve war necessities we now have a far-flung system 
of international air services reaching to virtually every part of the 
non-Axis world. Many thousand of war-built cargo planes and trans- 
ports are engaged in these services. We have also constructed a great 
number of air bases, partly on our own, partly on the soil of other 
nations. What is to be done with all these? And under what condi- 
tions is international air transport to operate? 

Anyone who has used our airlines which span the continent in all 
directions or who has seen what air transportation has occomplished in 
connecting up the countries of the Americas will readily agree as to 
the great future that lies before world-wide aviation. The United States, 
with its technical and other resources, measured by our production of 
more than 100,000 planes a year, will naturally take a leading part in 
its development. 

It is of course essential that what we do shall be consistent with 
the rights and interests of other countries, but we do want to have our 
proper part in international transport. 

From a broader viewpoint I feel it to be of primary importance 
that the policies adopted in this very significant field be such as will 
promote the fullest development of competitive enterprise within and 
among all peoples. Free flow and progressive development of interna- 
tional transport by whatever means will be a most potent factor in this 
development. 
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This special committee, bringing to bear the viewpoints of ti 
public as well as suppliers of international sea and air trans 
render real assistance to the administrative branches of th 
ment, which exercise supervisory authority in these fields, a 
gress, which has the all-important task of finally approving t 
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Members of the committee are: 


William K. Jackson, chairman, vice-president and general coy 
United Fruit Co., Boston; Frazer A. Bailey, executive vice-presj 
Matson Navigation Co., San Francisco; George E. Bartol, Jr., president 
C. Howard Hunt Pen Co., Camden, N. J.; F. K. Brun, vice-president’ 
General Motors overseas operations, New York City; John C. Cooper. 
vice-president, Pan American Airways System, New York City; Ralph 
S. Damon, vice-president and general manager, American Airlines, Ine 
New York City; E. W. Demarest, president, Pacific National Lumber 
Co., Tacoma, Wash.; E. A. Emerson, president, Armco Internationa) 
Corporation, Middletown, O.; Dr. Fred D. Fagg, Jr., vice-president 
Northwestern University, Evanston, Ill.; Eugene S. Gregg, vice-presj. 
dent, Western Electric Export Corporation, New York City; Robert w 
Groves, president, Strachan Shipping Co., Savannah, Ga.; Basil Harris. 
president, United States Lines Co., New York City; Bushrod B. Howard 
general manager, marine department, Standard Oil Co. of New Jersey, 
New York City; P. G. Johnson, president and general manager, Boeing 
Aircraft Co., Seattle; L. H. Korndorff, president, Federal Shipbuilding 
& Dry Dock Co., Kearny, N. J.; Joseph T. Lykes, president, Lykes 
Brothers Steamship Co., Inc., New York City; Charles P. McCormick, 
president, McCormick and Co., Inc., Baltimore; Robert H. Patchin, 
vice-president, W. R. Grace & Co., New York City; W. A. Patterson, 
president, United Air Lines, Chicago; John E. Slater, executive vice. 
president, American Export Airlines, Inc., New York City; J. A. B. 
Smith, vice-president, Curtiss-Wright Corporation, New York City; §, J, 
Solomon, president, Northeast Airlines, Inc., Boston; Wilbert Ward, 
vice-president, National City Bank of New York, New York City, and 
Roger Williams, vice-president, Newport News Shipbuilding & Dry Dock 
Co., Newport News, Va. 
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APRIL AIR EXPRESS FIGURES 


Domestic air lines in April broke existing records for the 
number of shipments handled, total weight and gross revenue, 
according to the air express division of the Railway Express 
Agency. Total weight was 2,558,051, or 68 per cent over April, 
1942. The number of shipments totalled 129,493, 7 per cent 
higher than April, 1942, and the gross revenue in the compar- 
able period was up 55.8 per cent. April of this year was the 
first month in the history of air express in which the gross 
revenue exceeded a million dollars. 

































AIRPLANE PRODUCTION 


Airplane production for July set a new high record, on 
the basis of preliminary figures, with a gain of four per cent 
in numbers over June production and four per cent in weight, 
for a total production of 7,373 military airplanes, Chairman 
Donald M. Nelson and Executive Vice Chairman Charles E. 
Wilson announced Aug. 7. 

Production of heavy bombers also set a new high record, 
with a gain of 13 per cent. 

In announcing these figures, the two WPB executives said: 


Airplane production needs to increase still faster and reach still 
higher totals if the schedules for our armed forces are to be met. 
Production of all military goods, including airplanes, has now reached 
a level at which additional gains can be made only by the most de 
termined effort. The July record in aircraft production, while not up 
to the high schedules set, clearly shows that the trend is definitely 
upward. Nevertheless, it must be emphasized that a very hard, diffi- 


cult job is still ahead of us that will call for all the effort we can 
muster. 




















ANTI-TRUST AND AIR TRANSPORT 


The anti-trust division of the Department of Justice has 
petitioned the Civil Aeronautics Board for leave to intervene 
in three additional proceedings before the board involving ap- 
plications of surface carriers for authority to institute air serv- 
ices (see Traffic World, July, 10, p. 87). 

The proceedings are No. 947, Wilson McCarthy and Henry 
Swan, trustees of the property of the Denver & Rio Grande 
Western Railroad Co., for a certificate authorizing operation 
of civil aircraft service; No. 948, Rio Grande Motor Way, Inc, 
for a certificate authorizing operation of civil aircraft service; 
and No. 961, Coastal Tank Lines, Inc., for a certificate to oper- 
ate as a common carrier by aircraft in the transportation of 
liquid commodities, organic and/or inorganic, in bulk, in inter- 
state and foreign transportation. The anti-trust division said 
the issue was raised in these proceedings whether competition 
of independent air lines would be so restrained that the appli- 
cants could establish a monopoly of air transportation. 





















INDEX OF O. D. T. GENERAL ORDERS 


The Office of Information of the O. D. T. has issued an 
index of O. D. T. general orders in effect as of Aug. 1. It said 
the index had been prepared to comply with many demands 
for a listing of such orders in effect at the present time. NeW 
regulations will be added as issued. 
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truck Conservation 


The Office of Defense Transportation has announced ap- 

val of the first joint action plan submitted by motor carriers 
engaged in local cartage service. The plan was approved in 
supplemental order O. D. T. 6A-1, effective Aug. 10, and was 
submitted and approved under the new procedure contained on 
General Order O. D. T. 6A, requiring local cartage firms to 
submit their joint action conservation plans to O. D. T. for ap- 
proval and clearance with the Department of Justice and the 
War Production Board. 

The instant plan was submitted by Taylor Trucking & 
Drayage Co., and John B. Stueve & Son, of Cincinnati, O. Under 
the plan, said O. D. T., loads would be pooled and manpower 
and equipment exchanged so that the facilities of the two firms 
would be used more effciently. 

The O. D. T. said that when a plan has been approved and 
deared under the new procedure, the participants would be 
wrdered by O. D. T. to put it into effect, and would be granted 
immunity from federal anti-trust laws as long as they operated 
within the purview of their approved conservation plan. The 
procedure had been used for joint action plans of private car- 
tiers and also for the plans of motor common carriers operat- 
ing in over-the-road service, said O. D. T., and had now been 
broadened to include the plans of local cartage firms and pick- 
yp-and-delivery operations of over-the-road carriers. 

Seven wholesale florists in Philadelphia, Pa., now deliver- 
ing flowers and related products to retailers in their own trucks, 
will pool their deliveries by formation of a cooperative associa- 
tion which will deliver under a joint action plan, says the Office 
of Defense Transportation. The cooperative delivery service is 
expected to save 228,000 truck-miles a year. 

O. D. T. also announced that four florists in Sioux Falls, 
§.D., would pool the use of their delivery trucks under a joint 
action plan. 

Asserting that there are indications that the supply of mo- 
tor trucks, tractors and trailers is fast becoming exhausted and 
that adequate provision is not being made to produce required 
replacements and repair parts, W. H. Day, chairman of the 
special committee on emergency transportation matters of the 
National Industrial Traffic League, has asked members of the 
League for information to assist the committee in determining 
the needs of industry. Answers to the following have been 
requested: 























a. Your own replacement or expansion needs, including those for 
your contract carriers, for the next 12 months, stating how soon you will 
need them, indicating whether light, medium or heavy equipment will 
be required. 

b. The replacement and expansion needs of the common carriers 
serving your operations for the next 12 months, stating how soon they 
will need them and whether light, medium, or heavy equipment will be 
required. 

Me Condition of equipment now being operated by you, including 
your contractors, and whether you are experiencing difficulty in obtain- 
ing repair parts. 

d. Condition of equipment now being operated by common carriers 
serving your operations and whether they are experiencing difficulty in 
obtaining repair parts. 

e. To what exent, if any, has failure of common and contract car- 
tiers to render service resulted in diversion of L. C. L. and carload 
business to railroads. 

We suggest that you should make particular inquiry, with respect 
to equipment needs for essential production and distribution, and where 
there is no substitute service (truck or rail) available. 



















A total of 4,522 vehicles was released under operation of 
the truck rationing program in the period of July 16 to 31, 
143, inclusive, it was announced Aug. 11 by the automotive 
division of the War Production Board. 

A breakdown of the total revealed that 827 light, 2,874 
medium, and 350 heavy trucks were released to civilian users 
and holders of government exemption permits. In addition 445 
trailers, 25 third axle attachments and one unspecified vehicle 
were released. 

Since the rationing program was placed in effect, March 9, 
1942, a total of 150,990 vehicles of all types has been released. 
In this total are included 35,089 light. 84,634 medium and 
17,682 heavy trucks; 11,894 trailers, 1,596 third axle attach- 
ments and 86 miscellaneous vehicles. 

The automotive division also revealed the total number of 
Vehicles remaining in the national pool. These figures will here- 
after be released quarterly starting September first, 1943. As 
of August 1, 1943, the total number of vehicles being held for 
rationing was 51,905 and consisted of 16,770 light, 32,090 me- 













justed to account for cancellations of various permits, accre- 
a from new production and delinquent reports of inven- 
ories, 
Production of 7,500 heavy highway trucks and 241 off-the- 
ghway automotive vehicles have been authorized for the third 
and fourth quarters of 1943. 










dium and 3,045 heavy trucks. These balances have been ad- . 
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Growing military demands will absorb the country’s heavy- 
duty truck production in the latter part of 1943 and the first 
six months of 1944, said W. E. Fish, manager, commercial 
and truek department, Chevrolet division, General Motors Cor- 
poration; therefore, ways must be found to keep existing trucks 
in condition to haul heavier loads and to work longer hours. 
Truck conservation meant not only keeping trucks in good 
running condition, said he, but also the increasing of body 
sizes on smaller power units through conversion and ex- 
pansion. This, he added, meant frame reinforcement, heavier 
springs, auxiliary transmissions, two-speed axles, automatic 
booster engines, third axles and other equipment, and work 
on propeller shafts, springs, cabs, and other structural parts. 
Progress was being made in rehabilitating work parts by spray- 
ing molten metal on the surfaces, said he. This coating could 
be used to renew many worn parts with the use of only a few 
pounds of metal, he pointed out. 


Tire Conservation Campaign 


A campaign to intensify tire conservation efforts to meet 
a serious shortage of truck tires has been begun by the 
American Tucking Associations, Inc., in connection with appeals 
being made by William M. Jeffers, rubber director, to gov- 
ernors to back up O. D. T. and O. P. A. tire conservation and 
inspection procedures. Mr. Jeffers has written Ted V. Rodgers, 
president of A. T. A., thanking him for A. T. A. support and 
the conservation efforts put forth by the trucking organization. 

“The trucking industry has done an outstanding job of 
tire care as Mr. Jeffers indicates,” said Mr. Rodgers “but 
we have reached a point where a great job isn’t enough—we 
have to do a superlative job. We intend to give every assist- 
ance to our state associations to help them do it. 

“The rubber director, O. D. T. and O. P. A. all tell us 
that while the majority of operators are watching their load 
distribution and their weight limits, not all of them are doing 
so. They say that the greatest saving of rubber now can 
be made if the trucking industry will become load-conscious. 
They say that a load can still be within the O. D. T. limits 
and yet impose too great a burden on individual tires if the 
load is improperly distributed. Therefore A. T. A.’s campaign 
will be directed mainly toward concentration on observing 
load limits and sound load distribution on truck and trailer.” 

“An important part of the campaign plan will be distribu- 
tion of simplified charts showing sound loading practice, the 
announcement indicates,” said A. T. A. “Because their 
overall loads and their axle loads were never in danger of ex- 
ceeding state limits, many operators have not paid sufficient 
attention to tire care in terms of axle load. Charts showing 
profiles of trucks and semi-trailers with simplified instructions 
for loading are now in preparation and will be put in the hands 
of state association managers for their use.” 

A. T. A. said it had received reports from various parts 
of the country indicating a growing inability of operators to 
get tires and a threatened increase in idle equipment within 
the next few weeks. Continuing, it said: 

O. P. A. tire officials are instructing inspectors, now operating 
under a new procedure with respect to truck tires, to ‘‘crack down’’ 
on load limits where abuses due to overloading are discovered. The 
procedure which inspectors will follow will be to require that any 
operator whose tires show abuse due to overload will be compelled to 
adhere to the O. D. T. formula of 120 per cent of rated tire capacity 
but in terms of individual tires or axles instead of overall weight. This 
revision of the formula will be invoked only when abuse due to over- 
loading is found and it will result in a substantial curtailment of load 
for operators in these cases, O. P. A. believes. 

No relief because of synthetic truck tire production is in sight, the 
trucking industry has been informed. The reasons are: The technical 
development of synthetic rubber for use in large size truck and bus 
tires has not progressed to the point where the tire industry can offer 
synthetic tires in large sizes guaranteed to perform as well as natural 
rubber tires; even if they could, it is pointed out, the demands of the 
armed forces and lend lease still monopolize tire production and the 


making of synthetic tires is a somewhat more involved process than 
natural rubber tire making. 


This situation has forced the conclusion that the only safe course 
is to husband carefully every pound of rubber now running on our 
nation’s trucks and the joint efforts of the rubber director, O. D. T., 
O. P. A., and the trucking industry will be in that direction. 


Strict observance of the national 35-mile speed limit offers 
the greatest promise of keeping the country’s cars rolling for 
another year, the Public Roads Administration of the Federal 
Works Agency concludes in a forthcoming report on a four- 
year investigation of passenger-car tire wear and tire failure. 

Tires wear out as much as four times as fast at 65 miles 
an hour as at 35 miles an hour and speed is the most important 
factor determining the rate of tire wear, the study, a coopera- 
tive research project conducted by the Engineering Experiment 
Station of Iowa State College, and the Public Roads Administra- 
tion, shows, it says. 

Results of the investigation are presented in a pamphlet, 
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“Tire Wear and Tire Failure,” prepared by R. A. Meyer, re- 
search associate professor of highway engineering at lowa 
State, and which now is on the press. 


Pacific Coast Export Rates 


_ Because the director of the Office of Defense Transporta- 

tion has advised the Commission that, by reason of war condi- 
tions, a determination by the Commission is necessary with 
respect to the lawfulness of railroad rates, rules and regula- 
tions applicable in connection with government freight moving 
to Pacific coast ports for export, the Commission has instituted 
an investigation in No. 29006, Export Rates to Pacific Coast 
Ports. 

The investigation, the order says, will be into and concern- 
ing the rates, rules and regulations maintained by common 
carriers by railroad subject to the interstate commerce act on 
freight transported to Pacific coast ports for export, as pub- 
lished in tariff of Agent L. E. Kipp, I. C. C. No. 1485, supple- 
ments thereto and reissues thereof, with a view to determining 
whether such rates, rules and regulations, or any of them, are 
unreasonable or otherwise unlawful, and to making such order 
or orders as may be proper in the premises. 

The order makes all parties to the aforementioned tariff 
respondents in the proceeding, which is assigned for hearing 
on Sept. 15, at the offices of the Commission in Washington, 
D. C., before Commissioner Johnson and Examiner C. W. Berry. 

Institution of the investigation by the Commission, on its 
own motion, into railroad rates, rules and regulations appli- 
cable in connection with government freight moving to Pacific 
coast ports for export was requested in a letter written by Di- 
rector Eastman to Chairman Alldredge. The letter, excepting 
the request, follows: 


Under the responsibilities placed upon the Office of Defense Trans- 
portation by paragraph 3 (g) of Executive Order No. 8989 of Decem- 
ber 18, 1941, to advise appropriate governmental agencies with respect 
to the necessity for the adjustment of the rates caused by the effect of 
the defense program, I am writing to request the Interstate Com- 
merce Commission to institute a proceeding on its own motion to de- 
termine the reasonableness and lawfulness of the application of the 
railroad rates and charges applicable to government freight moving 
to Pacific coast ports for exportation to the various theaters of war 
serviced from the Pacific coast terminals. 

By tariff schedules filed by the railroad carriers to become effective 
September 3, 1942, the Pacific coast transcontinental railroads proposed 
to establish a charge of 5 cents per 100 pounds in addition to the line- 
haul freight rates applicable to Pacific coast ports for terminal service 
at these ports in connection with transcontinental export and import 
traffic and to revise the carriers’ rules governing the absorption of 
these terminal and port charges. These charges, however, did not 
affect the rules or regulations governing the application of the export 
rates. The transcontinental railroads for many years have absorbed 
out of the line-haul rates most of the cost of these services provided 
the shipments conformed to the regulations of the carriers’ tariffs 
which stipulate that the freight must not leave the possession of the 
rail carriers until delivered to an ocean common carrier; the specific 
destinations beyond the Pacific coast ports of export must be shown 
in the bill of lading or shipping order issued at the time of shipment; 
and that ocean shipping space shall have been secured and confirmed 
by the ocean carrier to the terminal railroad line. 

It is the view of the interested government agencies and depart- 
ments which have responsibility for procuring transportation services 
that the tariff restrictions governing the absorption of the terminal 
and port charges are unreasonable. Even under normal conditions, 
the greater part of government property shipped to foreign ports 
consists of army and navy materials and supplies which are transported 
in army and navy transports. Under conditions of war, when the 
destinations of shipments cannot be disclosed for military reasons, and 
space cannot be arranged in advance or at any time on common car- 
rier vessels because of the allocation of these vessels to military and 
naval services, the tariff restrictions upon the absorption of the port 
and terminal charges by the transcontinental railroads make it impos- 
sible for the government agencies, including the army, navy, Treasury 
Department—Procurement Division, Lend-Lease, and Federal Surplus 
Commodities Corporation—to conform to the requirements. Govern- 
ment freight is exported in army or navy transports, or in tramp 
vessels, or in common carrier vessels. Few common carrier ocean 
vessels are operating as such because of wartime vessel allocation 
programs and such common carrier vessels as are in operation, are 
not operating on sailing schedules. 

Division 2 of the Commission in I. and S. Docket No. 5146— 
Terminal Charges at Pacific Coast Ports—decided May 22, 1943, found 
that the proposed terminal charge of 5 cents per 100 pounds at the 
Pacific coast ports, in addition to the line-haul rates, was not shown 
to be just and reasonable. The suspended tariff schedules were ordered 
to be cancelled and the proceeding was discontinued. 

While this action was pending, conferences with interested gov- 
ernmental agencies were held with the division of rates of the Office of 
Defense Transportation, and my division of rates was requested by 
these departments of government to request the transconstinental car- 
riers to withdraw the restrictions upon the application of the export 
rates at the Pacific coast ports so as to make the export rates usable 
by the government procuring agencies under war conditions and to 
clarify transcontinental railroads’ tariffs so that the export rates 
would apply to government shipments without respect to the vessels in 
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which the traffic was exported. It was stated in these negotiati 

with the transcontinental railroads by my division of rateg that m 
government departments interested had indicated that theré would 
no objections to the establishment of the desired rates on governm : 
traffic on the basis of contracts made by the carriers under section 95 
of the interstate commerce act, provided the quotations of the ane 
contained no provisions against the application of authorized land. 
grant deductions. : 

The transcontinental carriers, through the chairman of the Tran 
continental Freight Bureau, informed my division of rates that the 
rail carriers had offered and continued to offer to apply the "Aes 
continental export rates on government traffic under Section 22 oun. 
tions, regardless of the class or kind of vessels used for water trans. 
portation beyond the ports, but that they could not agree to includ 
in that offer the benefit of land-grant deduction. This information nd 
conveyed to the interested government departments. 

The assistant comptroller general of the United States has j 
my division of rates that the General Accounting Office wi 
every effort to see that the benefit of the export rate is taken to th 
fullest extent available under the terms of the tariff. He takes the 
position that the interests of the United States cannot be protected 
with certainty merely through audit action where the availability 
of the service desired, on the basis of the export rates, is made to 
depend upon the existence of unreasonableness or unjust discrimination 
in the operation of tariff provisions governing the application of rates 
He suggests that the Office of Defense Transportation represent the 
matter to the Interstate Commerce Commission so that the Commis. 
sion may, by appropriate action, determine the reasonableness and 
lawfulness of the application of rates and charges upon government 
traffic transported by rail to Pacific coast ports for exportation in the 
manner described. 
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EXPORT TRAFFIC 


Cars of export freight other than grain or coal unloaded at 
Atlantic, Gulf and Pacific ports in July this year totaled 130,060 
cars compared with 75,814 in July 1942, according to reports 
compiled by the Manager of Port Traffic and made public by 
the Association of American Railroads. 

Cars of grain for export unloaded in July this year at these 
ports totaled 4,970 cars compared with 2,319 in the same month 
last year. 

The average daily unloadings of 4,366 cars of export and 
coastal freight at all United States ports in July 1943 was the 
heaviest on record, exceeding the previous high of 4,200 during 
June by 166 cars daily. 
















IRON OR STEEL FOR EXPORT 


Respondent transcontinental railroads have filed a petition 
for reopening for further consideration by, and oral argument 
before, the entire Commission, in I. and S. No. 5136, lron or 
Steel to Pacific Coast for Export, wherein division 3 found pro- 
posed all-rail rates on iron and steel articles, including tin plate 
and terne plate, in carloads, from eastern, southern, and west- 
ern origins to Pacific coast ports, for export, and on tin plate 
and terne plate for re-export, not shown to be just and reason- 
able (see Traffic World, July 17, p. 131). 

The report and order, declared the respondents, were based 
on a misconception of the Commission’s authority in the pro- 
ceeding, were unsupported by and contrary to the evidence, and 
were based on erroneous principles of law and inadequate find- 
ings of fact. 

If, however, the petition for further consideration and oral 
argument should be denied by the Commission, respondents ask 
that the proceeding be reopened for further hearing. 

“While believing and asserting that the present record ade- 
quately shows that no substantial difference in transportation 
conditions exist between domestic and export traffic in iron and 
steel articles and tin plate, nevertheless,” says the petition, “ff 
this proceeding should be reopened, respondents would offer 
further and additional evidence with respect to the transporta- 
tion conditions attending the two classes of traffic.” 

The Commission has modified its order of June 29 in I. and 
S. No. 5136, Iron or Steel-'to Pacific Coast for Export, to be 
come effective on Oct. 20, on one day’s notice, in lieu of Aug 
12, on like notice. Postponement was requested by respondents. 




























_ CONTROL OF EXPORTS AND IMPORTS : 

Additions to General Imports Order M-63 controlling im 
ports, announced by the War Production Board, include leather 
luggage, unmanufactured agave fibers, paper pulp or papel 
making machinery (List 11); emetine and salts thereof (List 
1); agave fiber processors’ mill waste, celery seeds, glue st 
paprika, pearl or mother-of-pear] shells (unmanufactured) and 
prepared or preserved pimentos (List 111). 

Supplemental Imports Order M-63-a also was amended. 
adding agave fiber processors’ mill waste (including sisal and 
henequen processors’ mill waste); crude bones; and pickled 
salted cod, haddock, hake, pollock and cusk. These items alé 
under control of General Imports Order M-63. However, 4 
List 411 items, they were exempt from import restrictions if 
brought in overland, by air, or inland waters from Canada, 
Mexico, Guatemala or El] Salvado. M-63-a removes such ex 
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amption. Amendment 1 to General Imports Order M-63; 
4mendment 1 to Supplemental General Imports Order M-63-a. 

The Office of Economic Warfare, Office of Exports, has is- 
wed current export bulletin No. 111, dealing with import rec- 
gmmendation number and country of destination required on 
ycknowledgment cards, and other subjects. 


JOINT INFORMATION OFFICES 


The Office of Defense Transportation has announced au- 
horization of the closing of joint information offices, located 
it Muskogee, Okla., and Lubbock, Tex. The O. D. T. said the 
decision was reached after a study of traffic and vehicle flow 
nad revealed that sufficient conservation could not be effected 
by these offices to warrant their continuance. Abandonment 
of the offices, it said, would not relieve carriers in those terri- 
ries from the provisions of General Orders O. i. 3 
(Revised), and O. D. T. 17, requiring that an effort be made 
jo obtain full load before making return trips. 


BUS CONSERVATION ORDERS 


The Office of Defense Transportation has announced post- 
mement of the effective date of its amendment to special 
oder O. D. T. LB-13, from Aug. 9 to Aug. 16. The original 
order directed ten specific bus route changes to be made by the 
Akron (Ohio) Transportation Co. At the same time, said O. D. 
T, the company was exempted from obtaining municipal ap- 
proval before instituting the changes. 


TRUCK JOINT ACTION PLANS 


The O. D. T. has announced that six more dairy industry 
jlans have been approved for the conservation of trucks, man- 
power, tires, and gasoline in Wisconsin, bringing the total 
mmber of plans approved for that state to 32. Under the 
latest plans, wholesale milk pick-up routes will be revised 
in the milksheds of Columbia, Price, Juneau, Green Lake, Tay- 
lor, and Portage counties, says O. D. T., adding that in addi- 
tion to the plans already approved, twelve are in the process 
of being approved and eight are being held temporarily for 
further information. A total of 63 county dairy transporta- 
tion committees have been established and approved, it says, 
and that the plans now approved will result in an annual 
conservation of about 6,775,000 miles. The O. D. T. says that 
similar work is progressing in the other 42 states which have 
extensive dairy industries. 


SCHOOL BUS OPERATION 


The Office of Defense Transportation has warned school 
authorities to have school busses overhauled and the necessary 
engine, tire, brake, steering, body touch-up, and upholstery 
repairs made at once and not wait until the last few days be- 
fore school opens. To do so, it says, may mean the difference 
— going to school and staying at home for many school 
children. 

The O. D. T. suggests that school authorities or school bus 
operators contact local O. D. T. district maintenance advisory 
committees for help in solving problems that may arise in 
connection with placing their vehicles back in school service. 


CURTAILMENT OF TRAVEL 


The O. D. T. has announced that no supplemental train or 
sleeping-car service, in addition to present schedules, will be 
authorized for operation next winter to Florida, the Gulf coast, 
Arizona, California, or other winter resort areas. It said heavy 
demands of military and essential civilian traffic on the limited 
supply of railroad passenger equipment would prevent the 
operation of supplemental winter trains and that it would not 
be possible to assign additional sleeping cars for regular or 
seasonal service on trains now operating to the winter resort 
areas. The O. D. T. pointed out that passenger schedules were 
frozen by general order as of the week ended Sept. 26, 1942, 
the railroads being required thereafter to obtain permits to 
operate additional trains, and said operation of three additional 
trains authorized in November, 1942, and later, between New 
York and points in southern Florida, and between Washington, 
D. C., and Florida points, because of increased passenger traf- 
fie resulting from concentration of military, naval, and war 
industrial establishments in the southeast, would continue but 
no other supplemental trains to winter resort areas, in addi- 
tion to these, would be in operation next winter. 


GREAT LAKES ORE MOVEMENT 


Great Lakes iron ore carriers in July moved 13,588,814 
tons of ore from upper to lower lake ports and wiped out part 
of the deficit which the season’s late opening placed on the 
943 record, said the Office of Defense Transportation. It was 
the greatest month in the history of their operations, said 
. D. T. and that, while the carriers were still 8,974,968 gross 
tons behind the mark recorded at this time last year, they 
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were in favorable position to meet this season’s goal, recently 
reduced by the ‘War Production Board from 91,000,000 tons to 
86,500,000 tons. The record for July exceeded the previous 
all-time high, established in July of 1942, by 183,406 tons, 
O. D. T. said. 

As of August 1, O. D. T. said a preliminary check-up 
showed a total of about 38,815,691 tons of ore moved as against 
the cumulative quota schedule of 41,927,000 tons. With more 
new Maritime Commission vessels to be added to the fleet, 
O. D. T. said it was hoped that the concentrated efforts of the 
carriers would result in achievement of the reduced goal. 

The O. D. T. pointed out that the new high was achieved 
in spite of the fact that the carriers, at the direction of O. D. T. 
had moved both the July and August quota of grain, transport- 
ing approximately 14,000,000 bushels, in spite of the fact that 
Canadian vessels had not participated as strongly as was ex- 
pected, and the blocking of an important river channel for two 
days when a ship went aground. 


QUEUE LOADING OF BUSSES 


Addressing the International Association of Chiefs of Police 
at Detroit, Edward A. Roberts, associate director of the Office 
of Defense Transportation’s division of local transport ad- 
vocated the queueing up of passengers along the curb as a 
much more sensible and fair way of loading large numbers of 
persons on busses at single stopping places than the usual 
“push and shove” method. 

He said that because of emphasis by O. D. T. on the 
elimination of bus stopping places, over 100,000 of them had 
been eliminated, and asked the assistance of the police chiefs 
in eliminating more of the unnecessary stopping places less 
than 660 feet apart. 

Much of the uncertainty regarding transportation had dis- 
appeared since last September, he said, and that it was being 
replaced by a feeling that those in the transportation business 
had a hard, tough job to do, that they knew pretty well how 
to do it, and that with the cooperation of all concerned trans- 
portation could be kept rolling, although there would be con- 
tinued shortages of one or another of the elements needed 
to render transportation service until the war was won. 


As a result of O. D. T.’s campaign on street traffic control, 
Mr. Roberts said that a partial survey indicated that out of 
20,000 signalized intersections reviewed, 1,500 had been elim- 
inated and 100 new ones were created. He said that 900 inter- 
sections had been changed from stop-go to flashing lights, 1,700 
had been changed to a shorter cycle, and 1,800 were being 
operated for a lesser number of hours than formerly. 


Materials for Transportation 


As claimant agency for the transportation industry, the 
Office of Defense Transportation has announced that the in- 
dustry will receive 1,380,000 tons of carbon steel for “A” prod- 
ucts for the fourth quarter as compared with 1,200,000 for the 
third quarter. O. D. T. had asked the War Production Board 


for an allocation of 1,590,000 tons. It says that requisite 
amounts of alloy steel, copper and aluminum were also allo- 
cated for use with the carbon steel, and added that steel for 
an additional 9,500 freight cars had been allocated for the 
fourth quarter, although most of the cars would not be com- 
pleted until early in 1944. Analyzing the distribution of the 
allocated controlled materials, the O. D. T. said: 


Of this total, the railroad industry will take the largest share, get- 
ting 400,000 tons of replacement rail, 240,000 tons of track accessories, 
and 300,000 tons of other maintenance materials. A recapitulation of 
the railroad program shows that the industry will have received a total 
of 1,527,000 tons of new replacement rail during the entire year 1943 as 
compared with 1,300,000 tons in 1942. 

O. D. T.’s claimant agency duties were enlarged this quarter when 
it was authorized to claim materials for automotive replacement parts. 
This function was previously exercised by the Automotive Division of 
the War Production Board. The W. P. B. Requirements Committee 
allocated 88,000 tons of carbon steel and related amounts of other ma- 
terials to be used with it for automotive replacement parts. The 
amounts allocated are materially larger than in any previous quarter, 
although less than O. D. T. requested. 

In the matter of materials for new construction and facilities, the 
W. P. B. granted the amount asked for by O. D. T. O. D. T. officials 
said that particular attention would be devoted to railroad construction 
projects in the western defense area. 

The amount of material sought for the fourth quarter for the pro-. 
duction of locomotives, freight cars, busses, street cars, trucks, and 
trailers was granted by the W. P. B. Requirements Committee. Mate- 
rial was also provided for a number of tugboats, towboats, and barges. 


The O. D. T. announced Aug. 11 that it had found it pos- 
sible to provide for the construction of an additional 5,801 new 
freight cars in 1943 out of steel allotments allocated to the rail- 
road industry for the third quarter. The addition of the 5,801 
new cars to the 26,000 already authorized, it said, would mean 
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that upwards of 32,000 new freight cars would be produced 
this year. 

The breakdown of the 5,801 cars according to types, says 
the O. D. T., is as follows: Box, 2,724; gondola, 262; hopper, 
2,150; refrigerator, 300; and flat, 365. 

The O. D. T. said many of the principal car builders and 
some railroad shops would participate in the construction of the 
new equipment, listing the builders and the number of units 
each would build as follows: 

American Car & Foundry, 1,402; Bethlehem Steel, 500; 
Fruit Growers Express, 300; General American Tank Car Co., 
1,100; Greenville Steel Car Co., 165; Mather Stock Car Co., 62; 
Mount Vernon Car Manufacturing Co., 200; Pullman-Standard 
Manufacturing Co., 1,092; Chicago, Milwaukee, St. Paul & 
Pacific shops, 300; Chicago, Burlington & Quincy shops, 330; 
Reading shops, 200; and St. Louis Southwestern shops, 150. 

War Production Board officials said this week that 4,000 
locomotives would be manufactured in 1944, an increase of 
2,500 over this year, but that this did not mean that American 
railroads would get an increase in locomotives for domestic 
traffic. The increase, it was said, would go to the army and 
lend-lease fields of activity. 


A. T. C. at Traffie Conference 


F. A. Doebber, president of the Associated Traffic Clubs 
of America, has mailed to presidents of the association’s mem- 
ber clubs copies of a report of its special committee to cooper- 
ate with the O. D. T. and the Commission, referring in general 
terms to the “secret” traffic conference of O. D. T. and Com- 
mission representatives with representatives of the Association 
of American Railroads, shippers’ advisory boards, the National 
Industrial Traffic League, and the association in Washington 
three weeks ago (see Traffic World, August 7, p. 311). H. A. 
Hollopeter, traffic director, Indiana State Chamber of Com- 
merce, is chairman of the association’s committee. 








Revenue Freight Loading 


Revenue freight loading the week ended August 7 totaled 
872,077 cars, according to the Association of American Rail- 
roads. This was 13,437 cars or 1.5 per cent under the preceding 
week, 21,856 cars or 2.6 per cent above the corresponding week 
of 1942, and 6,428 cars or seven-tenths of one per cent under 
the corresponding week of 1941. Statistics prepared by the 
car service division of the association follow: 


TRAFFIC WORLD 





The report says that the consultation was “of a confidentia) 
nature” and that there was nothing to be said about it “until 
authority is granted to publicize what has been done or is 
being done on a given subject.” In his covering letter, Pregj. 
dent Doebber says the committee will “pass on information” 
as it is “permitted from time to time to make public the results 
of any action taken.” 

The committee’s report asks for suggestions from member 
clubs on the subjects of light weighing of cars and “the refusal 
of certain shippers to accept freight on specified days of the 
week.” It says “we should be grateful for and have full con. 
fidence in the able manner in which the Office of Defense 
Transportation and the Interstate Commerce Commission, jn 
cooperation with transportation agencies, are handling major 
transport subjects.” Some there are, it continues, who, “jp 
their eagerness to achieve even better results, have expresseq 
a desire to employ other and additional means and measures 
political and otherwise, in an endeavor to foster such results” 
but the committee “most emphatically urges” that the A. A. R. 
the O. D. T., and the Commission “may be relied upon to obtain 
the best possible results, in view of all existing circumstances 
if they have the full support and cooperation of the shipping 
and traveling public.” 


Shippers’ Cooperation Sought 


Asserting that the country is confronted with a most criti- 
cal transportation situation, Ralph R. Luddecke, president, Na- 
tional Industrial Traffic League, has appealed to shippers for 
continued cooperation and support in a nationwide movement 
to conserve available transportation facilities. 


His appeal was made to members of the League following 
another of the periodic conferences held by the League’s special 
committee on emergency transportation matters with Commis- 
sioner Johnson, of the Commission; V. V. Boatner, O. D. T. 
director of division of railway transport, and H. F. McCarthy, 
O. D. T. director of division of traffic movement. 

“Among the subjects discussed were methods for aiding our 
transportation agencies to function efficiently in handling the 
increasing volume of traffic,” said Mr. Luddecke. ‘The rail- 
roads will handle in 1943 approximately a 15 per cent increase 
in volume of traffic as compared with 1942. The outlook for the 
first six months of 1944 is for a still greater volume. Notwith- 
standing the tremendous load placed upon the railroads, there 
have been no general car shortages and little slowing up in 


service. Much has been accomplished through the issuance of 
eeeEEeEeEe———————————————— 


Revenue Freight Car Loading—Week Ended Saturday, Aug. 7 
























Grain and Live Forest Mdse. 
grain prod. stock Coal Coke Products Ore L.C.L. Miscellaneous Total 
1 57,910 14,149 173,134 14,327 47,590 88,048 98,974 377,945 872,077 
TE I I 6k 56.0.8 6:8 0:dc0 0.0000 1942 41,955 12,123 163,478 13,878 53,027 89,036 89,182 387,542 850,221 
1941 45,888 9,986 166,434 13,030 49,119 76,700 156,709 360,639 878,505 
Preceding week July 31.......... 1943 58,553 14,270 178,117 14,937 48,188 86,704 98,706 386,039 885,514 
Per cent increase over............ 1942 38.0 16.7 5.9 3.2 11.0 2.6 
Per cent decrease under.......... 1942 ‘ 10.3 x2 2.5 
Per cent increase over............ 1941 26.2 41.7 4.0 10.0 14.8 4.8 
Per cent decrease under.......... 1941 3.1 36.9 7 
{1943 1,563,664 425,897 5,132,073 457,229 1,333,244 1,510,114 3,033,776 11,820,508 25,276,505 
Cumulative 32 weeks to Aug. 7.41942 1,255,380 370,646 5,106,060 448,006 1,534,726 1,746,904 3,811,573 11,825,462 26,098,757 
(1941 1,225,581 338,830 4,391,930 413,991 1,308,413 1,538,062 4,960,253 10,847,634 25,024,694 
Per cent increase over............ 1942 24.6 14.9 5 2.1 
Per cent decrease under.......... 1942 13.1 13.6 20.4 a 3.2 
Per cent increase over............ 1941 27.6 25.7 16.9 10.4 1.9 9.0 1.0 
Per cent decrease under.......... 1941 





1.8 








Per cent to 15-year average, 115.5. 









Statistics on revenue freight loading the week ended July 31 
(see Traffic World, August 7), prepared by the car service 
division of the Association of American Railroads, follow: 





service orders and through O. D. T. orders as, for example, 
O. D. T. order No. 1 dealing, with loading of merchandise, and 
O. D. T. order 18 providing for maximum carloads, plus the 


Revenue Freight Car Loading—Week Ended Saturday, July 31 
















Grain and Live Forest Mdse. 
grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1943 58,553 14,270 178,117 14,937 48,188 86,704 98,706 386,039 885,514 
TEE GP DGGE oie cccccccccioes 1942 43,618 11,790 165,705 13,819 55,463 88,429 89,564 395,188 863,576 
(1941 46,140 9,751 166,167 13,109 49,644 17,228 155,726 364,257 882, 
Preceding week July 24.......... 1943 58,839 13,767 177,700 14,110 47,690 88,567 97,316 385,837 883,826 
Per cent increase over............ 1942 34.2 21.0 7.5 8.1 10.2 2.5 
Per cent decrease under.......... 1942 13.1 2.0 2.3 
Per cent increase over............ 1941 26.9 46.3 7.2 13.9 12.3 6.0 4 
Per cent decrease under.......... 1941 2.9 36. 
943 1,505,754 411,748 4,958,939 442,902 1,285,654 1,422,066 2,934,802 11,442,563 24,404,428 
Cumulative 31 weeks to July 31 {1942 1,213,425 358,523 4,942,582 434,128 1,481,699 1,657,868 3,722,391 11,437,920 25,248,536 
(1941 1,179,693 328,844 4,225,496 400,961 1,259,294 1,461,362 4,803,544 10,486,995 24,146,189 
Per cent increase over............ 1942 24.1 14.8 3 2.0 .04 
Per cent decrease under.......... 1942 13.2 14.2 21.2 3.3 
Per cent increase over....:....... 1941 27.€ 25.2 17.4 10.5 2.1 9.1 11 
Per cent decrease under.......... 2.7 38.9 





Per cent to 15-year average, 117.2. 
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yholehearted nation-wide cooperation and support of shippers 
and receivers.” 
In his appeal for cooperation Mr. Luddecke said: 


Many will recall the chaotic transportation situation which existed 
juring the last World War and the perplexing difficulties which were 
mncountered by shippers and receivers as, for example, embargoes, car 
shortages, delay in transportation, bad order cars, promiscuous use of 
riorities, etc. We have profited much from our previous experience. 
the activities of O. D. T. and the I. C. C. have been of outstanding 
jssistance to the carriers and to the shippers in bringing about a more 
eficient use of the available transportation facilities. 

This country, from a transportation standpoint, is confronted with 
, most critical situation. Military operations are rapidly expanding; 
the growing needs of our armed forces must be met. It, therefore, is 
incumbent upon all shippers and receivers to utilize the available trans- 
rtation facilities to the best possible advantage to the end that there 
will be enough transportation for all. 

While we are winning the war against the Axis we might lose our 
transportation war. Good war news only means that an increasing 
amount of freight will be required to supply our troops so that they 
ran forge ahead. There are just so many cars and locomotives and 
manpower to go around. Shippers can help materially in many ways. 
As, for example, by the elimination of unnecessary weighing of cars 
jaded and light. This will conserve the time of railroad crews and will 
save locomotives and cars. 

Much has been said about removing debris and packing material 
when cars are unloaded. Many car days are being lost because of the 
failure of the receiver to return cars clean so that they may be avail- 
able for immediate loading by someone else. 

Prompt loading and unloading of cars has been emphasized re- 
peatedly as have other methods for conserving equipment and saving 
car days, with which you are generally familiar. 

Efficient routing is of paramount importance. Although shippers 
and receivers generally are alive to the situation, it is well to em- 
phasize these matters again so that during the coming months when we 
may expect peak loadings and when cars will be at a premium we can 
al be sure that we are doing everything possible to avoid waste in 
transportation. A little more effort on your part may avoid a severe 
ar shortage and a general slowing up of transportation. During these 
critical times it is incumbent upon all to do everything humanly pos- 
sible which will aid in the winning of the war at the earliest moment. 
Let’s avoid the necessity for the establishment of priorities in trans- 
portation. 




















































CAR SURPLUS REPORT 
U. S. railroads reported an average daily surplus of 29,787 
freight cars for the week ended July 31, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 9,745; auto box, 1,054; flat, 
923; gondola, 2,655, hopper, 1,306; and miscellaneous, 14,104. 


Refrigerator Car Supply 


In a study made by George L. Tillery, transportation rate 
specialist, and Ralph L. Dewey, principal transportation econo- 
mist, of the Bureau of Agricultural Economics, U. S. Depart- 
ment, on perishable rail freight traffic in relation to refriger- 
ator car supply, they said perishable traffic was not likely to be 
much greater in 1943 than it was in 1942 but the burden of this 
traffic on the railroads would probably be greater in 1943 than 
in 1942 particularly because of the expected shift of some truck 
traffic to the rails. 

It was not known, said the study, what the volume of the 
shift would be. Uncertainties about the availability of gasoline, 
rubber tires, replacement parts, and new trucks precluded defi- 
nite predictions. 

The number of rail refrigerator cars available would not 
be greater in 1943 than in 1942, and it might be less, said the 
study. If rail capacity was to be increased in 1943, greater effi- 
Clency of operation would be necessary; the average load “per 
car’ would have to be greater and the turnaround time “per 
car” reduced. Steps, said the study, were being taken toward 
such improvements in efficiency. Serious difficulties, it said, 
Stood in the way, such as locomotive and manpower shortages 
and congestion of lines and terminals. It was doubtful, it added, 
whether efficiency in the handling of refrigerator cars could be 
greatly increased in 1943. 

“Under these circumstances, the vital question of car short- 
ages depends for an answer partly upon the amount of truck 
traffic that must be shifted to the railroads, and partly upon 
hindrances affecting the movement of refrigerator cars,” said 
the study. “If the shift from trucks is not over 10 per cent, the 
railroads may meet the peak demands this autumn without 
Serious difficulty. But if the shift, which is expected to be 20 
per cent or more, actually equals or exceeds 25 per cent, there 
Will be trouble even without the obstacles to car movement. 
The return of empty refrigerator cars to the Pacific coast for 
reloading would be hindered by a lack of locomotives attribut- 
_ to the large volume of nonperishable war freight going 

est. 

“Generally, it will be better to expand the railroad ca- 
pacity, if at all possible, rather than to place embargoes against 
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the movement of goods already produced. But it may not be 
possible to expand rail capacity, especially where new construc- 
tion or building would require the use of scarce strategic ma- 
terials or the employment of men badly needed elsewhere. It 
may be necessary, therefore, in the event of a refrigerator-car 
shortage, to employ restrictive measures—zonings, priorities, 
embargoes, or what not—which will reserve scarce space for 
the most important shipments and place the products of less 
significance to a lower position on the scale of preferences.” 


RAIL REFRIGERATION PERMITS 


Homer C. King, director of the Commission’s Bureau of 
Service, has issued special permit No. 49 under service order 
No. 133, governing the use of top or body ice in refrigerator 
cars loaded with fresh or green vegetables in straight or mixed 
carloads. The permit authorizes any common carrier by rail- 
road to re-top or re-body ice at Chicago, Ill., any refrigerator 
car or cars loaded as aforementioned, originating at points in 
Arizona or California. The permit is not to be construed to 
allow re-top or re-body icing of a refrigerator car not equipped 
with collapsible bunkers in excess of 15,000 pounds when 
bunker ice is used. 

He has also issued special permit No. 50 authorizing any 
common carrier,by railroad to re-top or re-body ice at Peoria, 
Ill., any refrigéfator car or cars loaded with fresh or green 
vegetables, in straight or mixed carloads, originating at points 
in Arizona or California. The permit is not to be construed to 
allow re-top or re-body icing of a refrigerator car not equipped 
with collapsible bunkers in excess of 15,000 pounds when bunker 
ice is used. Waybills are to show reference to the special 
permits. 


No Potato Icing Orders 


Homer C. King, director of the Commission’s Bureau of 
Service, has issued two special permits under service order 
No. 126, granting authority for initial icing of carloads of 
potatoes. 

Special permit No. 3 authorizes the Virginian Railway Co. 
initially to ice (but not to reice) not to exceed 18 refrigerator 
cars containing potatoes to be shipped by the War Food Ad- 
ministration from the Peoples Ice & Cold Storage Co., Roanoke, 
Va., consigned to Cherokee Products Co., Haddock, Ga. The 
order provides that not more than five cars shall be accepted 
for movement and iced on any one calendar day. 

Special permit No. 4 authorizes the Pennsylvania Railroad 
Co. initially to ice, but not in excess of 5,000 pounds of ice 
a car, 25 refrigerator cars containing potatoes, originating on 
the Pennsylvania in New Jersey and consigned to various 
army and navy installations in Alabama, Florida, or Georgia. 
Initial icing is to take place at Potomac Yard, Va., and no 
reicing is allowed under the permit. 


Waybills are to show reference to the special permits. 

The Commission, division 3, has issued amendment No. 4 
to service order No. 126, effective Aug. 7, providing that, not- 
withstanding the provisions of service order No. 123, as 
amended, no common carrier by railroad shall initially ice or 
reice, or permit to be initially iced or reiced, a refrigerator 
car or cars loaded with potatoes originating at points in Dela- 
ware, Maryland, New York (Long Island), New Jersey, North 
Carolina, Pennsylvania, Tennessee, Virginia, or West Virginia. 
The order suspends all tariff rules or regulations in so far as 
they conflict with the provisions of the order. 

The amendment also provides that all common carriers 
by railroad may initially ice, or permit to be initially iced, 
a refrigerator car or cars loaded with potatoes originating in 
Florida, Georgia, or South Carolina, but not in excess of 
5,000 pounds of ice a car. It provides, however, that where 
a refigerator car is equipped for half-stage icing, such ice, 
but not to exceed 5,000 pounds a car, shall be placed in the 
upper half of the bunkers with grates set for half-stage 
icing. It says that this order shall not be construed to permit 
reicing and directs that charges to be assessed for such icing 
shall be as now provided in rule 240 of Agent Quinn’s Perish- 
able Protective Tariff, No. 12, I. C. C. No. 19, supplements 
thereto or reissues thereof. 

The order directs that each of the affected railroads, or 
its agent, shall publish, file, and post a supplement to each 
of its tariffs affected, announcing the suspension and estab- 
lishing the substitute provisions set forth. The provisions 
of the order are subject to any special or general permits issued 
by the director of the Commission’s Bureau of Service, to 
meet specific needs or exceptional circumstances. 

Director King has issued special permits Nos. 5 to 9, inclu- 
sive, under service order No. 126, authorizing the following 
railroads initially to ice the described refrigerator cars con- 
taining potatoes: 


Special Permit No. 5, Pennsylvania Railroad Co., five cars, but not 
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in excess of 5,000 pounds of ice a car, originating on the Pennsylvania 
in New Jersey, consigned to various army and navy installations in 
Aabama, Florida, or Georgia. Initial icing to take place at Potomac 
Yard, Va. 

Special Permit No. 6, Pennsylvania Railroad Co., 27 cars, but not 
in excess of 5,000 pounds of ice a car, originating on the Pennsylvania 
in New Jersey, consigned to various army and naval installations in 
Alabama, Florida, or Georgia. Initial icing to take place at Potomac 
Yard, Va. 

Special Permit No. 7, Baltimore & Ohio Railroad Co., 135 cars, 
originating at Winchester, Va., shipped by the War Food Administra- 
tion and consigned to Stokley Brothers, Indianapolis and Greenwood, 
Ind. No more than four cars are to be iced in any one calendar day. 

Speciai Permit No. 8, Norfolk & Western Railway Co., 12 cars, 
shipped by the War Foods Administration from Moore-Dorsey Ware- 
house, Berryville, Va., to Bankston & Edwards, Sumter, S. C. Not 
more than three cars are to be iced in any one calendar day. 

Special Permit No. 9, Norfolk & Western Railway Co., not to 
exceed 30 cars to be shipped by the War Foods Adminsitration from 
Roanoke, 10 of which cars are consigned to King Pharr, Cullman, Ala., 
and 20 to Laurel Starch Co., Laurel, Miss.; also Virginian Railway 
Co., not to exceed one car to be shipped by W. F. A. from Roanoke 
Public Warehouse, Roanoke, Va., consigned to Laurel Starch Co., 
Laurel, Miss. Not more than three cars to be accepted for movement 
and icing on any one calendar day. 


No reicing is permitted under these permits. Waybills to 
show reference to the special permits. * 


Reduced Rail Refrigeration 


Contending that the two principal savings in half-stage 
icing would be in the cost of ice for initial icing, and the ice 
haulage, the rail respondents, in a brief in I. & S. 28994, Half- 
Stage Refrigeration Service, add that no consideration was 
given to any added costs to the carriers for additional switching, 
or for raising and lowering of grates necessary in connection 
with half-stage icing. No study had been made as to the cost 
of hauling ice, they said, and that protestants’ evidence was not 
directed to the reasonableness of the charge at issue, but to the 
efficiency of half-stage refrigeration service (see Traffic World, 
July 24, p. 201). The carriers asked for the following findings: 


1. That 90 per cent of standard’ refrigeration for application on 
half-stage refrigeration service is less than a reasonable charge; 2. 
That the only saving to the respondents is in the amount of initial 
icing, which is reduced by approximately one-half in half-stage re- 
frigeration service; by the reduction in ice haulage which is reduced 
approximately one-half; 3. That respondents have complied literally 
with service order 132, and that if the service required thereby is not 
availed of by shippers in any substantial degree, that such service order 
will be canceled upon request of respondents upon a reasonable show- 
ing that such service order is unnecessary; 4. That service order 132 
does not result in economy of motive power or manpower, but does 
result in increased switching which, in turn, increases the use of man- 
power; that half-stage refrigerator service results in costs to respond- 
ents in the aggregate over and above the charges realized for such 
service; and 5. That the charge of 90 per cent of standard refrigera- 
tion for half-stage icing is reasonable and otherwise lawful; the Com- 
mission should discontinue this proceeding. ‘ 


The brief said that the order instituting the investigation, 
and assigning the hearing at Washington July 15, had been re- 
ceived at Chicago on July 8, although there had been tele- 
graphic advice on July 5 to the effect that such an investigation 
had been instituted. In spite of communication by telephone 
and telegraph with the Commission, protesting that there was 
not sufficient time between the notice and the date of hearing 
adequately to prepare testimony and exhibits in support of the 
90 per cent charge, the brief said that respondents were advised 
by the Commission that it was deemed impracticable to post- 
pone the hearing. 

Quoting from the provisions of service order No. 132, which 
required the railroads to establish half-stage icing (see Traffic 
World, June 26, p. 1545), to the effect that such service would 
be made available to shippers only when refrigerator cars 
equipped for half-stage icing were available at the point of 
origin of the shipment, and that the railroads would not be re- 
quired to furnish cars so equipped unless they could do so with- 
out additional switching service in excess of that normally re- 
quired before the establishment of half-stage icing, the brief 
continued: 


From a practical operating standpoint, empty refrigerator cars are 
seldom, if ever, available at the origin of perishable fruit. Such cars 
are held in storage yards and are distributed to the various fruit load- 
ing platforms upon orders received for such cars. This is true as to 
cars for standard refrigeration or for half-stage refrigeration. Likewise, 
from a practical operating standpoint, the railroads will be required to 
perform additional switching service in half-stage icing in excess of 
that normally required for standard refrigeration or other refrigera- 
tion service. This, because the tariff provides, in obedience to service 
order No. 132, that such service is available to the shipper, and in fur- 
nishing cars for half-stage refrigeration service it will be necessary to 
perform additional switching service. If no additional switching service 
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is to be performed, service order No. 132 would mean nothin 

spondents have, as heretofore, stated, literally complied with the Com. 
mission’s service order, and in doing so they are fully aware of the 
necessity of performing at least two additional switching Services in 
order to make the service effective. m 









The brief said that there was no emergency in connection 
with half-stage refrigeration charges that would warrant the 
Commission in denying respondents a full hearing as to the 
issues involved, and cited a number of cases in support of its 
contention that sufficient time should have been given the rajj 
respondents to prepare their case. 

The brief for the War Food Administrator and the De. 
partment of Agriculture in No. 28994 asked the Commission to 
order the respondents to reduce their published tariff rates on 
all half-stage icing services, including rules 240 and 245 B to 
amounts not in excess of 75 per cent of prevailing full bunker 
icing charges. In arriving at this figure, the brief said the 
Department of Agriculture had discounted entirely the assess. 
ing of extra expenses for raising the grates, advocated the 
reduction of extra switching charges from the respondents’ 
estimated $4.50 to 90 cents a car, and recognized a 50 per cent 
ice saving in half-stage service and, at least, a 50 per cent 
ice haulage saving. 

_After tracing the history of the practices of transporting 
perishable freight under refrigeration, the brief pointed out 
that in Perishable Freight Investigation, 56 I. C. C. 449, the 
Commission had said that its judgment, based on the Meagre 
evidence available, was that half-tank charges should not ex. 
ceed 70 per cent of the full charges on the lowest rated com- 
modity, and that the tariffs in effect at that time which offered 
half-tank service carried charges based on 78 per cent of the 
full bunker charges. Commenting on the fact that between 
1919 and 1941 twenty or more types of refrigeration became 
effective, rates for which were published in the carriers’ tariffs, 
with the result that shippers of California citrus fruits 
switched from the use of standard full bunker refrigeration to 
the various modified services, the brief continued: 









































The point of mentioning these various and somewhat contradictory 
circumstances in this segment of the brief is that they indicate that 
shippers of perishables through the years, depending upon the needs 
at the time, have demanded, secured, and used a good deal of flex- 
ibility in the matter of rates and practices governing transportation 
under refrigeration. It should not, therefore, be shocking to any one 
to find a substantial element of the shipping public now advocating 
the reinstitution of a type of service, the need for which has become 
apparent if not necessitous, especially during the present emergency, 
and the efficiency of which relates directly to the progress that has 
been made, during the interim it has not been in use, in the construc- 
tion of refrigerator cars, the reduction of time in railroad schedules, 
and the increased resistance of new types of fruits and vegetables to 
the hazards of long distance shipping in hot weather. 

































































As to the additional cost of switching cars to be used for 
half-stage refrigeration service, the brief said that this cost 
was somewhat speculative, “but, in any event, it will not be 
much in excess of present switching allowances.” It was be- 
lieved that expenses incident to such switching should be less 
than for other special types of cars, the brief said, because 
approximately 44 per cent of the Santa Fe line cars were 
equipped for half-stage icing service, and that among the rail- 
roads and refrigerator car companies the percentage was ap- 
proximately 33 per cent of the total number of cars. It was 
a foregone conclusion that, as time went on, the percentage 
of cars equipped for half-stage icing would increase until the 
100 per cent mark would eventually be reached, it said. | 

The aforementioned brief, the brief on behalf of the Cali- 
fornia Citrus League, and the brief on behalf of International 
Apple Association, National League of Wholesale Fresh Fruit 
and Vegetable Distributors, and United Fresh Fruit & Vegetable 
Association, discussed the ruling of the examiner at the hear- 
ing that charges for full bunker services, as provided under 
rules 240 and 245 B in the Quinn tariff, were not an issue in 
the proceeding, and his refusal to admit evidence offered with 
respect to the reasonableness of the charges for half-stage icing 
service based on these rules. 

The position of these organizations generally was voiced 
by the California Citrus League which said that “the question 
of the reasonableness of the charges for the half-stage service 
resolves itself into the consideration of the savings under half- 
stage service compared with full stage service.” It pointed out 
that the Commission’s order instituting the investigation re 
ferred to the charges for half-stage refrigeration as published 
in rule No. 255 (c) of supplement No. 13 to the Quinn tariff. 
The principal half-stage refrigeration service which California- 
Arizona citrus shippers were interested in, said the brief, were 
those under which there was an initial icing by shipper 
carrier ice either under rule 240 or 245 (shipper pre-cooling) 
and no re-icing in transit. Full bunker services of this charat- 
ter were provided by rules 240 and 245 B, it said, and that the 
examiner had erred in his refusal to admit evidence offered 
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sith respect to the reasonableness of the charges for these two 
mms of half-stage icing because references to the two rules 
yas omitted in paragraph (c) of rule 255. The Commission 
jould reverse the examiner, it said, and include within the 

pe of the proceeding the reasonableness of the charges on 
je half-bunker rule 240 and 245 B services “for which the 
ylf-stage charges are 100 per cent of the corresponding full 
dage charges. Certainly if the 90 per cent basis is considered 
s cause for an investigation of reasonableness, a 100 per cent 
sis should be even more so considered as requiring investi- 
ation.” 
R Tne California Citrus League’s brief said that if a flat 
yrcentage was to be used, 60 per cent would be much closer 
being correct than 90 per cent, and that the 100 per cent 
the full bunker service, the rates charged for half-stage 
gvice under rule 240 and rule 245 B was “manifestly unjust 
nd unreasonable.” The brief for the apple association and 
ie two fresh fruit and vegetable groups asked a finding that 
rasonable charges would be not in excess of 75 per cent of the 
emparable charges for full-stage services, and that charges for 
nle 240 and rule 245, paragraphs A and B half-stage service 
yould not exceed 70 per cent of the full-stage charge. 





FRUIT AND VEGETABLE TRUCK SHORTAGE 


An appeal is to be made to the War Production Board by 
wganizations representing fruit and vegetable shippers and by 
the Department of Agriculture for allotment of materials for 
manufacture of trucks and trailers for legitimate fruit and 
ygetable distributors. The situation confronted by such 
shippers is extremely serious, according to J. R. Van Arnum, 
ansportation secretary of the National League of Wholesale 
fresh Fruit and Vegetable Distributors. 

Unless a substantial number of trucks were manufactured 
intime for the shipment of fruits and vegetables next spring, 
aid he, there would be a drastic curtailment of the shipment 
of such commodities. The trucks are required particularly 
fr short-haul traffic. There have been practically no replace- 
ments to meet salvaging of trucks that, according to estimates, 
had been running at the rate of about 2 per cent a month 
since January a year ago, it is pointed out. The railroads, it is 
contended, will not be able to take over the kind of traffic 
involved with the result that if trucks are not provided, the 
traffic will not move. 

In some areas, it is pointed out, trucks formerly used for 
short-haul fruit and vegetable traffic, have been shifted into 
common carrier service in other areas, and this has caused a 
shortage as well as the lack of replacements. 





Western Potato Icing 


Saying that an acute shortage of ice was affecting the 
movement of perishables in refrigerator cars originating in 
certain western states, the Commission issued service order 
No. 145, dated Aug. 7, effective at once. Notwithstanding the 
provisions of service order No. 143 (see Traffic World, August 
7), the instant order requires that no common carrier by rail- 
road subject to the interstate commerce act shall: 


(i) After the first or initial icing which carriers shall perform at 
Nampa, Idaho, allow or permit more than one reicing of a refrigerator 
car or cars loaded with potatoes originating at Group B points in the 
states of Oregon or Idaho when destined to any point or points west 
of the western border of Indiana, Kentucky, Michigan (Lower Penin- 
sula), Mississippi, or Tennessee, nor more than two reicings in transit 
when destined to points on or east of the western border of the above- 
described states. The provisions of this subparagraph shall not be 
construed to apply on refrigerator cars loaded with potatoes originat- 
ing at the aforesaid points when destined to stations in Oregon (Group 
3 territory) or Idaho (Group 2 or 3 territories). 


(ii) After the first or initial icing which carriers shall perform at 
Pocatello, Idaho, allow or permit more than one reicing of a refriger- 
ator car or cars loaded with potatoes originating at Group C points in 
the state of Idaho when destined to any point or points west of the 
western border of Indiana, Kentucky, Michigan (Lower Peninsula), 
Mississippi or Tennessee, nor more than two reicings in transit when 
destined to points on or east of the western border of the above- 
described states. The provisions of this subparagraph shall not be 
construed to apply on refrigerator cars loaded with potatoes originat- 
ing at the aforesaid points when destined to stations in Oregon (Grour 
3 territory) or Idaho (Group 2 or 3 territories), nor to permit reicing 
after an initial icing at Pocatello, of refrigerator cars loaded with 
potatoes destined to points in Montana or Utah. 













The order further provides that the reicing or reicings 
authorized under subparagraphs (i) and (ii) shall consist of no 
more than sufficient ice to fill the bunkers three-fourths full. 

The order says, further, that no refrigerator car or cars 
loaded with potatoes originating in Colorado, Kansas, Montana. 

ew Mexico, Nebraska, or Wyoming shall be initially iced 
with more than enough ice to fill the bunkers three-fourths 
full, nor reiced in transit more than once, reicing to consist 
of no more than sufficient ice to fill the bunkers three-fourths 
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full when destined to any point or points west of the western 
border of the states described in subparagraphs (i) and (ii), 
nor reiced in transit more than twice, when said reicings shall 
consist of no more than sufficient ice to fill the bunkers three- 
fourths full when destined to points on or east of the western 
border of the states described in subparagraphs (i) and (ii). 

The order suspended the operation ofall tariff rules or 
regulations in conflict with its provisions and required each 
of the affected railroads, or its agent, to publish, file, and 
post a supplement to each of its affected tariffs, announcing 
the suspension of any of the provisions therein. 

The order was made subject to any special or general 
permits issued by the director of the Commission’s Bureau of 
Service, Washington, D. C., to meet specific needs or excep-~ 
tional circumstances. 


TRANSPORT BAN ON HARVEST CREWS LIFTED 


The War Food Administration has notified the State U. S. 
D. A. War Board chairmen of North Dakota, Minnesota and 
Montana that Canadian trucks and automobiles that haul com- 
bines and other harvesting and threshing equipment and crew 
members into this country, may be used to transfer the equip- 
ment and crew members between points in these three states 
under a ruling just issued by the U. S. Customs Service. ; 

Health certificates required by U. S. Immigration Service 
also were waived for these Canadian crews, the War Board 
chairmen were advised. ; 

When the program for exchange of harvesting equipment 
and operators between Canada and the United States was put 
into effect late in July, U. S. Customs regulations allowed Ca- 
nadian trucks and autos used to haul the equipment and crews 
to enter without the payment of duty, and to proceed to the 
point at which the machinery and crews were to be employed, 
but prohibited their use to transport the equipment or crews 
between points in the United States. 

This limitation on the trucks and autos and the health 
certificate requirement were discouraging Canadian crews from 
accepting employment offers from grain farmers in these three 
border states, W. F. A. officials explained. 


CAR FERRY SERVICE ORDER 


Because of a strike, and consequent stoppage of work by 
employes of the car ferry operating between Mackinaw City 
and St. Ignace, Mich., the Commission, by service order No. 
146, issued Aug. 10 and effective immediately, directed the 
Pennsylvania Railroad Co., the Michigan Central Railroad Co., 
the New York Central Railroad Co., and the Duluth, South 
Shore & Atlantic Railway Co. (Edward A. Whitman and Sigurd 
Ueland, trustees) to forward traffic routed over their lines be- 
tween those points by routes most available to expedite its 
movement and prevent congestion. 

The order directs that the freight be rerouted without re- 
gard to the routing thereof made by shippers, or by carriers 
from which the traffic is received, or to the ownership of cars. 
It suspends and supersedes all rules, regulations, and practices 
of the carriers which conflict with the directions of the order. 
It says that, inasmuch as disregard of routing is deemed to be 
due to carriers’ disability, the rates applicable to traffic so 
forwarded shall be the rates which were applicable at the date 
of shipment over established routes. 

In executing the directions of the Commission in the order, 
common carriers affected are ordered to proceed, even though 
no division agreements are in effect, over the routes authorized. 
Divisions for the time the order remains in force are to be 
agreed on voluntarily between the affected carriers, and on 
failure of the carriers so to agree, the divisions shall be here- 
after fixed by the Commission. The order provides that if divi- 
sion agreements now exist on the traffic affected, over the routes 
authorized, they shall not be changed or affected by the order. 

Following resumption of work by employes of the car 
ferry between Mackinaw City and St. Ignace, Mich., the Com- 
mission, August 13, cancelled service order 146 directing the 
rerouting of rail traffic between those points. 


WEIGHING OF FREIGHT CARS 


The Commission, division 3, has issued service order No. 
144, effective Aug. 7, directing that no common carrier by rail- 
road shall weigh or permit to be weighed any shipment of 
sand, gravel, or aggregates, in carloads, on any railroad track 
scales when such traffic originates on or after the effective date 
of the order at any point, destined to Dalhart, Hitt, Twist, 
Wagner, or Ware, Tex., or any point near Dalhart, for use on 
government construction at Dalhart, “except that a limited 
number of cars may be weighed as is necessary to obtain aver- 
age weights.” 

The operation of all tariff rules or regulations was sus- 
pended by the order in so far as they conflicted with its pro- 
visions, and each of the affected railroads was directed to pub- 
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lish, file, and post a supplement to each of its tariffs affected 
bd the order, announcing the suspension of any of the provisions 
therein. 

The order said that shipments of sand, gravel, or aggre- 
gates, originating at various points and destined to the afore- 
mentioned Texas points for use on government construction, 
were being weighed on railroad track scales, “thus impeding 
the use, control, supply movement, and distribution of cars.” 
In the opinion of the Commission, it said, an emergency existed 
requiring immediate action to avoid a shortage of equipment 
and congestion of traffic. 


Gasoline Rationing Effects 


For every 100 motor vehicles counted on the roads in the 
east in June, 1941, there were only 40 in June, 1943, the Public 
Roads Administration of the Federal Works Agency announced 
Aug. 9. For the middle west and west, in the same months, the 
drop was from 100 to 57. Comparable figures in June, 1942, 
were 66 for the east and 76 for the remainder of the country. 

Public Roads reported the figures on the basis of records 
of 559 automatic traffic recorders located on rural roads in 43 
states. 

In relation to the corresponding month in 1941, traffic vol- 
ume in the east was lower in June than in any other month since 
rationing began. 

The greater reduction in the east than in the rest of the 
country in 1942 occurred while there was rationing in the east 
only, and at a time when there was a gasoline shortage in the 
area, the Roads Administration pointed out. In 1943 rationing 
in the east was more severe than in the rest of the country. 

Before rationing, traffic in the western area declined 24 
per cent in June, 1942, compared with June, 1941. The further 
decline in the west in June, 1943, took place with gasoline cou- 
pons valued at about a third more than in the east a year 
earlier. 

Motor-fuel tax collections in 25 states in June were down 
36 per cent, compared with June, 1941, Public Roads Adminis- 
tration also reported. New receipts totaled approximately $28,- 
182,000 in the 25 states in June, 1943. The decline in the east 
was 44 per cent and in the western rationed area, 32 per cent. 

The declines for the first six months of 1943 were 31 per 
cent for the 25 states, 38 per cent in the east, and 27 per cent in 
the western rationed area, compared with the first half of 1941. 


PETROLEUM TRANSPORTATION 


Total overland shipments of petroleum products to the 
east coast the week ended August 7 averaged approximately 
one and a half million barrels a day, said Petroleum Admin- 
istrator Ickes in his presswconference Aug. 12. 

Shipments to the east coast in rail tank cars averaged 
907,446 barrels a day as against 845,964 barrels (revised) the 
preceding week. 

Deliveries through the “Big Inch” pipeline to the east 
coast would reach 300,000 barreis a day in about a month, 
said Deputy Administrator Davies. 

A hurricane in Texas had affected the petroleum situation, 
Mr. Ickes said. He described the eastern gasoline situation 
as “spotty.” There had been a decline of about half a million 
barrels in gasoline stocks in the east in the last week. The 
decline, while considerable, was not alarming, it was said. 

Asked for a definition of “equalization” between various 
parts of the country with respect to gasoline rationing, Mr. 
Ickes said “equitable distribution” was a more fitting descriv- 
tion of the objective in mind. Longer distances in the middle 
west would be considered in the revision of present distribu- 
tion plans, he said. 

Mr. Ickes declined to comment on lifting of the pleasure- 
driving ban in the eastern area, reiterating that that was a 
matter for the Office of Price Administration. 


OIL TANKER CONSTRUCTION 


American shipyards delivered approximately 40 per cent 
more oil tankers in the first seven months of this year than 
in the entire year of 1942, according to the Maritime Com- 
mission. 

Through July of this year, the Commission said, a total of 
88 tankers aggregating 1,013,000 deadweight tons were de- 
livered, compared to 62 tankers totaling 998,200 deadweight 
tons produced in 1942. 

Increase in tanker production was attributed in part to 
the commission’s war-time standardization of design program. 
Other factors were mass production and prefabrication methods 
plus the all-out effort by both workers and management in 
the nation’s shipyards, said the commission, adding: 


Principal designs under the wartime standardization program are 
for the T2-SE-Al and T3 type tankers. 


These vessels are of 16,600 
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deadweight tons, with a capacity of 135,000 barrels. Since 
1942, when it took an average of about 200 days to produce 
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tanker, average production time has been cut in half, with the ships Travel ] 
now being delivered approximately 100 days after their keels are laid ential 
Future schedules call for a still further increase in the Production ‘vilians 
of T2-type tankers. While 82 of the craft had been delivered through g clVl art 
July, 1943, delivery schedules call for a total of 424 more of this t l. Ss. Dep 
by the end of 1944. ype @, transport 
The oil tanker production program since America’s entrance into The atte 
the war is being further rounded out by the conversion of 102 Libert gtriotic apr 
Ships into oil carriers. These vessels, after reinforcement of bulk. is the regio. 
heads, installation of extra ventilation systems, addition of piping anq «highly co 
pumping equipment and other alterations, serve as tankers with a 5 jum; n 
capacity of 65,000 barrels each. pene 
onfusion al 
The commission pointed out that its emergency tanker M5 soldier, 
production program was just now getting into full swing. Pro. ady or the 
duction schedules call for the delivery of 511 additional tankers Althoug 
of all types in the next 17 months, so that by the end of 1944, jd hindere 
total of 661 tankers will have been delivered since Pearl Bryant, the 
Harbor. aused f 
ee rs ha ; 
W. P. B. ORDER ON TANK CAR USE heen memes 
The War Production Board has announced that, under an a enk " 





amendment to its general haulage conservation order T-1, effec. 
tive Sept. 1, loading of apple cider, apple juice and vinegar 
stock into tank cars will not be permitted without prior author. 





wperations 
ment, said 

























ization from the W. P. B. It said the haulage conservation Fane re 
order was designed to conserve tank cars for the movement of ode 
more essential commodities (see Traffic World, July 17, p. 153), most ing | 
The order prescribes zoning of deliveries of caustic soda, limits er 8g { 
molasses shipments to distances of not more than 200 miles ative 
except under W. P. B. authorization, and requires reports on or a in tl 
before the tenth day of each month on shipments of acetone s rence 
corn syrup and ethyl alcohol (with exceptions as to alcohol) to duction, sa 
be transported to any point 200 miles or more distant from i that. thi 
point of origin. tucks on 
oe farmer, Sai 

CONCRETE OIL BARGES The fi 

Reducing the number of barges to be constructed from 65 gwere convé 

to 33, the Maritime Commission has announced revision of its §uant war « 
concrete oil barge program. These barges are all non-self- @wmbined ° 
propelled. curb convé 
The contract with the MacEvoy Shipbuilding Corporation, gin normal 





of Savannah, Ga., for the construction of 23 barges was revised 
to seven, while contracts with McCloskey and Company for the 
construction of 20 barges at their San Jacinto plant, in Houston, 
Tex., have been revised to the building of four. 

A third company involved, the Concrete Ship Constructors, 
of National City, Calif., was not affected by the revision. The 
company holds a contract for the construction of 22 barges, 
seven of which have been delivered and three more launched. 
Construction costs of barges built in this yard have been far 
lower than those of the other two builders. 

In taking its action, the commission said that when the 
original contracts were awarded in the summer of 1941, the 
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east coast was faced with a severe oii shortage; also at that ae ; 
time, it was impossible to divert steel and propulsion equip- ways +. 
ment for the construction of more than the scheduled number of _ es 
of new tankers without causing serious delay in the rest of the An mes 
emergency ship construction program. The commission, there- » ey 
fore, reluctantly authorized a concrete barge program as insul- certeri 
ance against a shortage of tanker tonnage that would seriously po ry 
hamper the war effort, it said, adding: ion: ‘ 
Today, however, additional steel has been made available along § train pe 
with sufficient propulsion machinery to make the construction of tank § performe 
ers advisable instead of concrete barges. Furthermore, the commis ment; ar 
sion’s decision to convert 102 Liberty Ships into tankers has resulted 
in assisting the general situation. 
The question of greatly increased costs over original estimates, 
serious delays in construction; ‘together with engineering and material 
difficulties, plant facilities, ete., were fully considered by the commis: The 
sion in cancelling the contracts for these barges. and Stat 
persons 
or expre 
LUMBER LOADING BOOKLET ment Q- 
The West Coast Lumbermen’s Association, Seattle, Wash. e 
has prepared and is distributing without charge a booklet em § It show 
titled “Interpretation of Rules Governing the Loading of Lum-§ period, 
ber, Single Carloads, on Open-Top Cars. The booklet is a digest § petroleu 
of the rules of the mechanical division of the Association of ‘ars, 5, 
American Railroads in the loading of lumber. The text is illus 2,539. T 
trated with 17 photographs and diagrams. It was prepared by frigerat 
K. C. Batchelder, traffic manager of the association, and Cars, 3% 
staff, under the direction of a special committee of which T. V: other ¢ 
Larsen was chairman. Other members were W. A. Garoutte,— quarter 
Erle Fulgham, W. L. McGinnis, E. E. Martin, W. J. Ryat{ ‘om fi 
W. E. Sproul and J. R. Titcomb. A committee of railroad mf . Re 
assisted in the work. C. J. Nelson was chairman of that commit- | diem t 
tee. Its other members were H. H. Golden, H. H. Oliver, F.A} ‘igera 
Shoulty, L. T. Donovan, J. E. O’Brien and F. H. Stremmel. nk c: 
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west Central Transport Report 


Travel hardships on railroads are not sufficient to curb 
ential riding and soldiers and their wives suffer as much 
gs civilians, says W. D. Bryant, regional business consultant, 
1,8. Department of Commerce, Kansas City, Mo., in a report 
-transporting the materials of war in the west central region. 
The attempt to curb non-essential rail travel by using only 
triotic appeals had permitted a number of conditions to arise 
a the region, according to the report, including: Coach travel 
shighly congested so that even standing room is often at a 
gemium; Many young wives with babies add to the general 
onfusion and probably are the chief sufferers; all too often 
:is soldier, not the civilian, who gives his seat to the elderly 
ady or the mother with children. 

Although the usual shortages of manpower and equipment 
id hindered the smooth functioning of the railroads, said Mr. 
pyant, the added burdens of freight and passenger traffic had 
gused no significant breakdowns. In fact, he remarked, ship- 
yrs had wondered at the speed with which their freight had 
jen moved. One disturbing element for future operations was 
ie expectation that much heavier demands would be made on 
ie trunk lines in the region as the war shifted to greater 
erations in the Pacific, said he. Without additional equip- 
ment, said he, increased operations would be extremely diffi- 
alt. 

The regional O. D. T. office at Kansas City was one of the 
mst active and successful in the country, said Mr. Bryant in 
jiscussing the truck conservation program. This had been due 
pimarily to three factors: The type of leadership displayed, 
goperativeness of truckers, and importance of truck transpor- 
tation in the region. 

Transportation was significantly related to high food pro- 
duction, said he, in a discussion of the importance of seeing to 
it that the farmer’s transportation requirements were met. 
Tucks, railroads and storage were vitally important to the 
farmer, said he. 

The five major population centers of the region, said he, 
were convention cities but three of the cities were now impor- 
ant war centers with hotel space at a minimum. This fact, 
ombined with travel limitations and the publicity designed to 
arb convention travel had resulted in a substantial decrease 
in normal convention activity, he said. For example, from 
November, 1940, to November, 1941, Kansas City played host 
0 241 conventions with attendance of 73,840. But from No- 
vember, 1941, to November, 1942, there were only 200 conven- 
tions with a total attendance of 41,181, said he. Length of 
conventions had been cut, often as much as two thirds. Denver 
hotels were reported as in the same position as the hotels in 
Kansas City while Omaha was said to have no such hotel prob- 


lem and it was believed its convention business was much closer 
to normal. 


RAILWAY OPERATING STATISTICS 


_ The Commission has issued a comparative statement of 
ralway operating statistics for individual class I steam rail- 
ways for the years 1942 and 1941, compiled by its Bureau 
of Transport Economics and Statistics, Statement No. 43200. 
An explanatory statement said that the items shown were 
selected from those appearing in the various monthly and 
quarterly statistical publications of the Commission. The sta- 
tistics cover revenues and expenses; income and balance sheet 
lems; revenue traffic, freight commodity statistics; freight 
train performance; passenger train performance; yard service 
performance; fuel and power; motive power and car equip- 
ment; and wage statistics. 


LEASED CAR STATISTICS 


The Commission, by its Bureau of Transport Economics 
and Statistics, has issued its summary of quarterly reports of 
persons furnishing cars to or on behalf of carriers by railroad 
or express companies, covering the first quarter of 1943, state- 
ment Q-900. 

The data was compiled from 257 reports of car companies. 
It showed a total of 268,311 cars owned at the close of the 
Period, consisting of the following: Refrigerator, 117,547; 
Petroleum tank cars, 125,298; other tank cars, 11,325; stock 
cars, 5,120; gondola and hopper cars, 6,482; and other cars, 
2539. The total cars leased was 25,113, of which 7,213 were re- 
frigerator cars, 12,317 petroleum tank cars, 4,919 other tank 
cars, 350 stock cars, 313 gondola and hopper cars, and one 
other car. The statement said that, effective with the first 
quarter of 1943, persons owning less than ten cars were excused 
from filing quarterly reports. 

_ Revenue received from hire of cars, based on mileage, per 
diem basis, or other car service basis, was as follows: Re- 
frigerator, $18,035,171; petroleum tank cars, $21,624,516; other 
tank cars, $877,120; stock cars, $386,943; gondola and hopper 
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cars, $483,681; and other cars, $172,387. Total revenue was 
$41,579,818. 


Auto Replacement Parts 


In announcing that America’s 30,000,000 motorists would 
have sufficient vital new and reconditioned automobile parts to 
keep the nation’s essential cars rolling through 1944, the War 
Production Board praised the automotive industry for making 
this possible while at the same time filling gigantic war orders. 

Even the country’s 5,000,000 vehicles ten years and older, 
R. L. Vaniman, director of the automotive division of the 
W. P. B. said, would have been provided for in the parts re- 
placement program. 

“To evaluate properly the job done,” Mr. Vaniman said, 
“it must be realized that the motor industry during the month 
of June produced at the annual rate of $8,700,000,000 worth of 
war production. In May the figure was $8,467,200,000 and in 
April $8,064,000,000. 

“When you consider that in the best peacetime year the 
automotive industry ever enjoyed, it produced $3,702,633,023 
in factory sales and wholesale value of autos, trucks and busses 
then you can start to realize the enormous job that has been 
accomplished. 

“But to this already swollen production must be added the 
production of over $400,000,000 worth of new parts per annum 
for America’s motor cars, on top of the already gigantic flow 
of military goods.” 

Continuing, the W. P. B. said: 


Consideration has also been given to the problem of providing parts 
for cars of ancient age, those autos and trucks that under ordinary con- 
ditions would have long since been relegated to the scrap heap. With 
rationing of new cars, these old ones will have to keep going—at least 
so long as their working parts continue to function. 

A section of the Automotive Division has been set up to see that 
scrap dealers and auto wreckers save the still usable or reconditionable 
parts from the cars that fall in their hands. It is estimated by this 
section that in the New England district alone, used parts dealers and 
auto wreckers should be able to distribute each year some $15,000,000 
worth of good, serviceable used parts, at retail prices averaging 50 per 
cent below prices for similar new parts, for cars of eight or more years 
of age. 

When a car owner buys a new part, or a reconditioned one for that 
matter, he must turn in the corresponding part being replaced. This 
control prevents hoarding of parts, and assures all a tair chance to 
obtain new spark plugs, gaskets, generators, and other essential items. 


RAIL-ARMY ROUTING MEETING 


Plans for the handling of westbound transcontinental mili- 
tary traffic were discussed at a meeting of operating executives 
of the western railroads with Major General C. P. Gross, chief 
of transportation, War Department, at the Union League Club, 
Chicago, August 12. Other officers of the Army transporta- 
tion corps, officials of the operating-transportation department, 
Association of American Railroads, and representatives of the 
Office of Defense Transportation, were present. It was said, 
after the meeting, that the principal subject of discussion was 
a plan for setting up transcontinental routes designed to 
handle the heaviest possible traffic load efficiently. Expected 
intensification of the war in the Pacific, it was said, would 
probably increase the westbound transportation needs of the 
War Department. 

It was indicated that there would be further similar 
meetings. Problems involving switching, equipment inter- 
change and routing variations were assigned to committees for 
study and recommendation, it was said. 





Shipments to Mexico 


Many serious delays and penalty charges have occurred at 
various points at the Mexican border, principally at Laredo, 
because of the failure of the shipper to provide the necessary 
data covering export shipments prior to arrival of cars at the 
border and to make certain that all supporting papers have 
been mailed to his broker, according to E. F. Lacey, executive 
secretary, National Industrial Traffic League. After referring 
to the Commission’s service order No. 135, establishing de- 
murrage penalty charges on cars detained at the. Mexican 
border, Mr. Lacey said: . 


Reports reach us that in many cases shippers have failed to secure 
B. E. W. general or individual export licenses. The number of such 
license must be shown on bills of lading before signed by the railroad 
agent. There follows a memorandum covering the necessary docu- 
ments which are required to be sent to the broker at the Mexican 
border before shipments can be cleared through the Mexican customs. 
We are informed that if these instructions are followed delay and 
demurrage penalty charges can be avoided. 

BILL OF LADING: Send either original or copy of bill of lading 
(or express receipt) for tracing purposes in case the shipment is de- 
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layed in transit. 
suggestions: 

(a)—Issue it to: 
of entry. 

The broker does not recommend the use of through bills of lading 
to Mexican destinations as this procedure complicates handling at the 
border, holds a complete shipment if a particular package has to be 
held awaiting export license, and prevents the reshipping to Mexico 
via truck line whenever the final consignee instructs the broker to re- 
forward that way because of faster hauling or lower freight charges. 

(b) Mark it with the notation ‘‘General Export License G-17’ or 
Export License “B. E. W. No....’’ as the case may be so that the 
shipment can be accepted for transportation and avoid its being held 
at a junction point in transit by lack of such information. 

(c) Include also the notation ‘‘For export to ....(city and state), 
Mexico,’’ so that the carriers may apply the export freight rate. 


In preparing the bill of lading, please follow these 


Name of customer, care of broker (name), port 


Taxes and Transportation 


In the fiscal year ended June 30, 1943, the federal tax on 
transportation of property yielded $82,556,148.88 while the tax 
on transportation of persons yielded $87,131,734, according to 
a summary of internal revenue collections issued by the Bureau 
of Internal Revenue. The tax on the transportation of property 
did not become effective until Dec. 1, 1942, so that the collec- 
tions were for only seven months of the fiscal year involved. 
The tax on transportation of persons was originally 5 per cent 
and was effective Oct. 10, 1941. This tax was increased to 10 
per cent, effective Nov. 1, 1942. The transportation taxes are 
on the amounts paid for the service, except as to coal. The 
property tax is 3 per cent except that, in the case of coal, it is 
4 cents a short ton. 

The increase in the passenger tax to 10 per cent was re- 
flected in the collections the fiscal year ended June 30, the 
increase having been $65,752,838.68 over the fiscal year ended 
June 30, 1942. Part of the increase in the collections was due 
to increased travel. 

The federal tax on gasoline yielded $288,785,826 the fiscal 
year ended June 30, as against $369,587,150.81 the preceding 
year, the drop in collections reflecting gasoline rationing and 
the drive to curb non-essential motor driving to save tires and 
equipment. 

The tax on transportation of oil by pipeline yielded $13,- 
672,086.80 in the fiscal year 1943 as against $13,474,822.61 in 
the fiscal year 1942. 

The $5 use tax on motor vehicles yielded $146,289,284.48 
as against $72,625,488.49 in the fiscal year 1942 when it was in 
effect for only part of that year. 

Taxes collected for the railroad retirement system totaled 
$211,151,242.73 in the fiscal year ended June 30 as against 
$170,409,014.46 in the preceding fiscal year. 


“Moneys exchanged among private motor carriers for 
adjustment of charges for local delivery services performed 
under government-approved joint-action plans are not subject 
to the 3 per cent federal transportation tax,’’ says the Office of 
Defense Transportation. 

The O. D. T.’s announcement was based on a ruling by the 
Commissioner of Internal Revenue, it said, adding: 


Under the revenue act of 1942, a federal tax of 3 per cent is 
levied on amounts paid for transportation of property by rail, air, 
motor truck and water carriers. 

When groups of merchants pool their delivery services and equalize 
the expense, the money so paid among the merchants is not subject 
to the federal transportation tax, provided each merchant operates 
his own equipment with his own personnel but pools his merchandise 
with that of other merchants for transportation within a certain 
area, the Bureau of Internal Revenue has ruled. 

In such instances the parties to the joint-action delivery plan are 
not considered by the Bureau of Internal Revenue to be in the 
business of transporting property for hire and hence are not subject 
to the 3 per cent tax. 

However, if the merchants set up a corporation, or other sepa- 
rate entity, to make deliveries for all members, the amounts paid 
by the merchants for transportation services would be subject to the 
tax. Whether or not the entity was operated on a non-profit basis 
would not affect the fact that it would be considered ‘‘a person engaged 


in the business of transporting property for hire’’ within the meaning 
of the taxing statute. 


Cc. F. A. ACCOUNTING SECTION 


The Central Motor Freight Association is in the process 
of organizing an accounting section along the lines of its busi- 
ness development, safety, operations and claim prevention sec- 
tions which have been in operation for some time. The new 
section will bring together accountants, auditors and head 
bookkeepers of the association’s member trucking companies 
at meetings at which it is intended to have experts in account- 
ing, tax and related fields for speakers and at which problems 
in those fields will be discussed. Ben Leventhal, president of 
the association, has appointed Walter Mullady, Decatur Cartage 
Company, chairman of the new section. 
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Questions and Answers 


* In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our 8pe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If @ more comprehensive answer to q 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge, 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. ¢. 
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Tariff Interpretation—Application of Aggregate of Import Rates 
Under Alternative Clause 


New, York.—Question: We would appreciate your opinion 
on the following application of carload combination rates: 

An import shipment moves ex dock to a destination on a 
domestic class rate; there being no through import class or 
commodity rates to the territory involved. 

There is in effect an import commodity rate to an inter- 
mediate point and also an import commodity rate from the 
intermediate point to the final destination. The intermediate 
point (through which traffic moves) is a port city and the com- 
modity rate specifies ex dock. 

The domestic class rate tariff permits application of combi- 
nation rates when lower than through rates. 

Can you cite any cases where import rates, as described 
above, may be applied under a combination ruling. 

Answer: The Commission has held that a domestic Class 
rate, in the absence of a specific import class or commodity rate 


is an import class rate. Norfolk Port Commission vs. Chesa- | 


peake & Ohio Ry. Co., 159 I. C. C. 169, 175. 

We can find no opinion of the Commission in which the 
question whether under an alternative rule, the aggregate of an 
import commodity rate applying from one port to another port, 
plus the import rate from the latter port to an inland point may 
be applied, if lower than the through domestic class rate. 

It is our opinion that the aggregate of the import com- 
modity rates referred to in the preceding paragraph may be 
applied, unless the import rate which applies from the port to 
the inland point is limited to apply on shipments imported 
through that port, which appears to be the case, in that it 
applies ex dock. See the opinion of the Commission in Blum and 
Popper vs. Boston & M., 49 I. C. C. 107. 


Classification—Applicable Ratings on Cotton Duck Not 
Waterproofed 


Missouri.—Question: Will you please interpret through the 
Questions and Answers column of the Traffic World the proper 
class rating on plain cotton duck goods. 

The point in question is, if cotton duck is not waterproofed 
as described in item 13, page 81, National Motor Freight Classi- 
fication, would the class rating on cotton piece goods, N. O. I, 
as described in item 33, page 80 of National Motor Freight 
Classification apply, or would dry goods, N. O. I., as described 
in item 35, page 80, National Motor Freight Classification apply. 

If neither cotton piece goods, N. O. I., or dry goods, N. O. 1, 
applies, please state the item, number and page in National 
Motor Freight Classification that would apply on plain cotton 
duck, “not waterproofed.” 

Answer: Based upon statements of the Commission in Cot- 
ton, Woolen and Knitting Factory Products, 211 I. C. C. 692, 
Evansville Chamber of Commerce vs. Atlanta, B. & C. Ry, Co. 
177 I. C. C. 520, and Baker, Hanna-Blake Co. vs. Aberdeen & 
R. R. Co., 151 I. C. C. 626, it appears that the ratings on cotton 
piece goods are applicable on cotton duck, not waterproofed. 


Reparation—Clarification of Tariff 


lowa.—Question: If it is possible for you to do so, will you 
please give me reference to any decision or opinion of the Inter- 
state Commerce Commission wherein it was stated that “refund 
of overcharges would be authorized on special docket applica- 
tion in such instances where carriers amended their tariff to 
clarify rate application, by description or otherwise, so as to 
conform to the character of movement on which reparation was 
claimed.” 
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Answer: We are unable to locate any opinion of the Com- 
jssion in which the statement you set forth was made. 
' Notwithstanding an error in publication, the tariff rate 
ust be charged. Seaboard By-Product Coke Co. vs. Director 

toneral, 62 I. C. C. 317, 329; Acme Hay & Mill Feed Co. vs. 
atchison, T. & S. F. Ry., 142 i. C. C. Sau. ; 

The Commission has, however, awarded reparation in nu- 
merous cases following the correction of an error in publication. 
see Young vs. Director General, 59 I. C. C. 305; Texarkana Pipe 
Works vs. Director General, 64 I. C. C. 6; Russell and Russell 
Grain Co. VS. Atchison, T. & S. F. Ry. Co., 237 I. C. C. 691. 

As charges must be collected on the basis of the legally 
ublished rate, the amount awarded as reparation by the Com- 
nission is not an overcharge, in the sense that that term is used 












}4y the Commission, namely, an amount in excess of the legally 
} published tariff rate. 











Damages—Measure—Goods Transported to Shippers’ 
Warehouse 


nnecticut.—Question: We have examined with much 
ascaat your answer to Indiana appearing on page 1112 of the 
May 8, 1943, Traffic World, under the above caption, and would 
greatly appreciate your opinion based on the following facts, 
which vary somewhat from those considered in the Indiana 
answer. 

In our case, we formerly manufactured a trade-marked 
product which we sold through our own branch outlets. Prior 
to the war, in case of loss in transit from the factory to a 
branch, we considered our measure of damages to be the price 
invoiced to the branch, which was established by the cost of 
production, including overhead, etc. However, for some time 
past the manufacture of our product has been prohibited by a 
War Production Board Order and, consequently, the only ar- 
tiles available for sale at the present are those now in stock, 
which were manufactured prior to the effective date of this 
order. Hence, if an article is lost or destroyed, it cannot be 
replaced, and particularly as the present demand greatly ex- 
weds our available stock, we feel that the proper measure of 
damages is the retail price, which is limited by the ceiling price 
established by the OPA. 


The citation of any cases bearing on this question, as well 



















4s your opinion, will be greatly appreciated. 


Answer: So far as we are aware, there have been no deci- 


| sions in which the courts have given consideration to the condi- 


tions set forth in your inquiry under which your goods are 
being sold at the present time. 


In arriving at the amount of recovery for loss of or injury 


7 to such goods, it seems reasonable that the retail price should 


. Since the goods cannot be replaced at the wholesale 
the pons of he goods, if he receives less than the retail 
price, is not afforded the full compensation to which he is en- 
titled, under the decisions in Chicago, etc., Ry. Co. vs. McCaull- 
Dinsmore, 253 U. S. 97, 40 S. Ct. 504, and Illinois Central R. R. 
Co. vs. Crail, 281 U. S. 57, 50 S. Ct. 180. 













Motor Carriers—Transportation of Property By Merchantile or 
Manufacturing Establishments 


achusetts.—Question: It would be appreciated if in 
an sey issue of a publication you advised whether the 
Interstate Commerce Commission has issued any further notice 
or decision in respect to their notice of December 5, 1936, 
wherein it was held that private carriers handling shipments of 
this nature were not required to file rates. _ 

Answer: There has been no further notice by the Com- 
mission with respect to the subject covered by the Commis- 
sions’s notice of December 5, 1936, covering the transportation 
of property by Mercantile or Manufacturing establishments. 

However, in the opinion of the Commission in Docket MC- 
101683, L. A. Woitishek Common Carrier Application (mimeo- 
graphed) the Commission sets forth certain principles with 
respect to the determination of whether a trucking operation 
carried on by a party in connection with the mercantile busi- 
ness in which he is engaged is a common, contract or private 
carrier operation. 
























Tariff Interpretation 


Mi i. — Question: Item 5375 of Middlewest Motor 
Freight = Ss No. 1025, MF-ICC No. 21, carriers an 
exception as follows: 


Vegetables, fresh. 
Volume minimum weight, 12,000 pounds. 
Column 37—see note. 


lorado 
Note—Applies from the following points in the state of Co 

a follows Prices Colorado points), on the one hand, to points in the 
states of Kansas and Missouri (except Atchison, Leavenworth, and 
Kansas City, Kansas, and/or Kansas City and St. Joseph, Mo.) on 
the other hand. 
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Will you please advise me if, in your opinion, the omission 
of the word “only” in the territorial application shown above, 
will or will not allow the exception rating to apply to the 
various territories that this particular tariff bears exception to? 

Irrespective of the intention of the item, my contention is 
that this item can be construed to only restrict points from 
Colorado on the one hand to points in the states, Kansas and 
Missouri, as listed on the other hand. 

Answer: Item 1 of Middlewest Motor Freight Bureau, 
Tariff No. 1025 MF-ICC No. 21, which provides the General 
Territorial. Application of this tariff, reads as follows: 

“Except as otherwise specifically provided in individual 
items herein, and except as otherwise provided in tariffs making 
reference to this tariff by MF-ICC No., the exception to ratings 
of National Motor Freight Classification and other provisions 
named in this tariff, apply on Interstate traffic, from, to or 
between points in the states named on title page of this tariff, 
to the following extent: 

In connection with applicable rates and provisions in tariffs 
making reference to this tariff by MF-ICC No.” 

The exception rating provided in Item 5375 bears a circle 
reference number one that is explained as follows: Applies 
from the following points in the State of Colorado, viz.: Agate, 
Aguilar, Arriba, Arvada, etc. on the one hand, to points in the 
States of Kansas and Missouri (except Atchison, Leavenworth 
and Kansas City, Kansas and/or Kansas City and St. Joseph, 
Missouri), on the other hand. 

It is our opinion that the rating in Item 5375 is restricted 
to apply from the Colorado points named to points in Kansas 
and Missouri, with the exception of Atchison, Leavenworth, etc. 

See Sinaiko Bros. Co. vs. Chicago, M. & St. P. Ry. Co., 
140 ICC 623; Cosden & Co. vs. Lake E. & W., 96 ICC 597, as 
to the absence of the world “only” where an affirmative state- 
ment is made in a tariff. 


Routing and Misrouting—Conflict Between Bill of Lading and 
Marks on Packages 


New York.—Question: We recently had an order for an 
LCL shipment intended for Union, New Jersey. The shipment 
went forward, and it was then discovered that the bill of lading 
consigned same to Union, South Carolina. We immediately con- 
tacted the originating carrier, who stated that they would 
assume the responsibility for the error, since the drums were 
marked correctly for the consignee at Union, New Jersey, and 
were wiring ahead to stop the shipment, and arrange forwarding 
to the proper destination. The charges to Union, N. J. were 
originally prepaid, and upon arrival at destination the con- 
signee was billed for the difference between the rate to N. J. 
direct and that to Union, N. J. via Union, So. Carolina. We 
are fully aware of the fact that the Interstate Commerce Act 
provides for the collection of charges via the route of movement, 
and since the shipment moved via Union, S. C., due to the 
original instructions on our bill of lading, we do not feel a claim 
is in order. However, the local agent of the originating carrier, 
insist that we file claim since they accept responsibility for the 
error, due to the fact that the drums were marked properly. 

Will you please let us have your opinion and suggestions 
regarding filing of claim? 

Answer: The Commission, in its opinion in C. S. Brackett 
Co. vs. Great Northern Express Co., 29 ICC 667, said: ‘‘The 
Commission has recently held informally that when a shipper 
prepares a bill of lading providing for the carriage of property 
to a particular destination and marks a different and erroneous 
address on the package the carrier will not be held responsible 
for the freight charges incurred in transporting the property 
to the destination shown on the package, although the correct 
destination is shown on the bill of lading. We think the present 
case is clearly within this principle. In view thereof we do not 
find that in following the instructions marked on the package 
the defendant was guilty of misrouting. See also Parlin & 
Orendorff Plow Co. vs. United States Express Co., 26 I. C. C. 
961; and American Agricultural Chemical Co. vs. B. & A. R. R. 
Co., 28 I. C. C, 398.” 

It would seem to follow from the above that, where a 
carrier transports a shipment to the destination shown in the 
bill of lading and not that shown on the package, the carrier has 
misrouted the shipment. 


Tariff Interpretation—Commodity Rate to Be Read in Light 
of Classification 


Illinois.—Question: We are interested in your answer to 
Michigan, on page 105 of the July 10 Traffic World, under the 
above caption. 

In Badger Lumber Co. vs. Atchison, T. & S. F. Ry. Co., 
152 I. C. C. 629, the Commission held that the rule that the 
specific description precedes the general description does not 
apply when one is a commodity rate and the other a class rate. 
Also McDonald Construction Co. vs. Atlantic Coast Line R. Co.. 
160 I. C. C. 1 provides that an exception must be applied 
strictly in its terms, even though the classification is more 
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specific. For example, “Road Rollers” are covered by “Ma- 
chinery”, even though not under that heading in the classifica- 
tion; see Lawrence Construction Co. vs. Louisville & N. R. R. 
Co., 115 I. C. C. 439; see also Traffic World for October 29, 1938. 

In view of the foregoing, I do not see the logic in your 
opinion that “Brakes and Brake Parts” does not cover “Brake 
Lining” assuming, of course, that brake linings are an integral 
part of a brake. 

Answer: In endeavoring to determine whether the rate 
in Item 1040, which applies on Brakes or Brake Parts is appli- 
cable on Brake Lining, we have on the one hand the opinions of 
the Commission in cases which apply the principle of the 
opinion in Grosjean Rice Milling Co. vs. Director General, 98 
I. C. C. 395, in which case the Commission held that commodity 
tariffs are to be read in the light of the classification and the 
opinion in Indian Refining Co. vs. Cleveland, C. C. & St. L. Ry. 
Co., 222 I. C. C. 409, holding that the term “chemicals,” when 
used in an exception tariff or commodity tariff, applies only on 
such chemicals as are not specifically rated in the classification, 
and decisions such as those referred to in your inquiry, which 
in effect hold that a generic term applies on all articles falling 
within its scope. 

Until there are opinions which definitely reconcile or dis- 
tinguish these three lines of cases, the determination of whether 
a term used in a classification exception tariff or a commodity 
tariff which is broad enough to include a certain article should 
be applied thereon, or whether the specific rating in the classi- 
fication should be applied where there are specific ratings under 
headings other than that under which the rate or rating which 
it is sought to apply appears, presents a difficult question. 


Tariff Interpretation—Nature of Article And Not Use to Which 
Put Determines Applicable Rate 


Iindiana—Question: On page 1000 of your issue of April 
24th, you gave an interpretation of the application of an ex- 
ception rating on builders’ hardware, broadly stating that the 
use of the commodity has no bearing on the rate. 

Will you kindly reconcile this with the opinions of the 
Commission in Docket No. 17969, Federal Rubber Co. vs. Chi- 
cago & N. W. Ry. Co., 122 I. C. C. 331 and Docket No. 27508, 
Barnard-Curtiss Co. vs. New York, C. & St. L. Ry. Co., 220 
L ©. . Cae. 

We receive shipments in trailer load lots, of internal com- 
bustion engines. They are specifically for army tractor tanks. 

We have attempted to have the carrier apply Central 
States Motor Freight Bureau Tariff No. 262-B, covering auto- 
mobile parts, and listing among other things, internal combus- 
tion engines. The carrier has refused to do this, citing the above 
dockets. 

We contend that these engines, while too large for the con- 
ventional freight automobile, could be used for this purpose 
if freight automobiles were built large enough. 

Dictionary definition, shows automobiles as self propelled 
vehicles and of course, any self propelled vehicle would come 
under this category. 

Answer: We find no cases which specifically deal with the 
question of whether an exception sheet rating applying on in- 
ternal combustion engines, which commodity is listed under the 
heading of Automobile Parts, may be applied on other than 
an internal combustion engine which is to be used in an army 
tractor tank. . 

We have, however, found a line of cases in which the 
Commission lays down the principle that while the use of an 
article is not alone determinative of the applicable rate, it may 
be considered in determining the nature of the commodity; 
Wisconsin Waste & Wiper Co. vs. Chicago & N. W. Ry. Co., 
196 I. C. C. 459; Crancer & Fleischman vs. Abiline & S. Ry. 
Co., 223 I. C. C. 375; that the character or nature of the article 
shipped and the manufacturer’s description of an article for 
sales purposes, and not the use to which it is put is controlling 
in the determination of the applicable rate. American Vitrified 
Products Co. vs. Arcade and A. R. Corp., 191 I. C. C. 709; 
Northern Pump Co. vs. Chicago, M. & St. P. & P. R. R Co., 
190 I. C. C. 421; Markstein vs. Missouri Pac. Co., 243 I. C. C. 
345; that while differences in rates should not be predicated 
solely on the use of a commodity, this principle presupposes 
a like commodity. Owensboro Forging Co. vs. Louisville & 
N. R. Co, 124 2. C. Cc. SH. 

See, also, to the same effect, Carrollton Excelsior & Fuel 
Co. vs. Southern Ry. Co., 211 I. C. C. 271 and American Salpa 
Corp. vs. Penna. R. Co., 179 I. C. C. 195 

In the Crancer case, 223 I C. C. 375, the Commission on 
page 376 said: 

In Wisconsin Waste & Wiper Co. vs. Chicago & N. W. Ry. Co., 
196 I. C. C. 459, 460, division 5 said the use to which a commodity is 
put is not determinative of the applicable rate, but that the use may 
be considered in determining the nature of the commodity. 


In American Vitrified Products Co. vs. Arcade & A. R. 
Corp., 191 I. C. C. 709, the Commission on page 715 said: 
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Although complainants’ product is not solely used in septic 
but is also employed as a sewer pipe fitting in communit 
systems, it is well settled that the character of the article shi 
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not the use to which it is put, determines the rate applicable, ee Oo eceris 
Wooden Ware Co. vs. D. S. S. & A. Ry. Co., 120 I. C. C. 415 a Bat a 
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veners’ product, however, named in bills of lading, can only be con- 


sidered as a septic tank, and septic-tank rates are applicable thereon 
Such rates do not apply on appurtenant parts in the same cars which 
are correctly designated in the bills of lading as sewer pipe or sewer 
pipe fittings. 
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In Markstein vs. Missouri Pac. Co., 243 I. C. C. 345, the 
Commission on page 348 said: " 


It is not the use to which a commodity is put that is controlling 
in the determination of the applicable rate, but rather the Nature of 
the article shipped. American Cotton Waste & Linter Exc. vs. B, ¢9 
R. Co., 169 I. C. C. 710. The true test is the character of the shipment. 
and in numerous proceedings we have accepted the manufacturer's ' 
description of a commodity for sales purposes as determinative of its | 
identity for transportation purposes. Northern Pump Co. vs. M. St, p 
& R. Co., 190 I. C. C. 421. We conclude that the record is convineing 
that the commodity shipped was embraced within the commodity ge. | 
scription covering refined petroleum oils subject to the Column A rate, 


















In the Owensboro Forging Company case, 194 I. C. C, 545, | 
the Commission on page 546 said: 


Complainant contends that rates may not be determined upon the 
use to which an article is put. The principle, that differences in rates 
should not be predicated solely on the use of a commodity, presup- 
poses a like commodity. The record shows that the considered article 
is clearly distinguishable from what is known commercially as a bolt, 
It is not, and obviously could not be, sold to the general hardware 
trade as a bolt. It was designed and manufactured solely for the use 
indicated above, and this is an important factor in determining what 
the article is. 


See, also, White & Miller vs. Pacific Elect. Ry. Co., 235 1. C.¢ 
35; Whitehead Bros. Co. vs. New York, N. H. & H. R. ©, 
246 1. C. C. 495. 

In Stevens Bros. vs. Northern Pac R. Co., 219 I. C. S, 4 
the Commission held that the fact that an article may be used 
for a purpose other than that for which it is intended does not 
justify the application of the rate on an article specifically 
adapted to that purpose. See, also, Eastern Clay Products, 
Ine. vs. New York C. R. Co., 243 I. C. C. 1, to the same effect, 

In Sunbeam Electric Mfg. Co. vs. Chicago & E. I. Ry. Co, 
235 I. C. C. 97, it was held, in effect, that the caption of an 
item may restrict articles listed thereunder to those of a 
certain class. 

As the Commission states in its report in Owensboro 
Forging Co. vs. Louisville & N. R. Co., 194 I. C. C. 545, the 
principle that a difference in rates cannot be predicated on the 
use of a commodity, presupposes a like commodity. If there is 
a difference in the commodities the principle is inapplicable, 

It is a question of fact whether there is a distinction in 
the engines you receive and those covered by the rates you 
seek to apply. 






































































Post=-V 



























A post 

ickery se 

RAIL CONSTRUCTION INDICES ving as 

The engineering section of the Commission’s Bureau of fommissior 
Valuation has made available its compilation of railroad con- fty after tt 
struction indices, summarizing and recording the result of The cc 
studies made over a period of years, including the year 1942 fresponsibili 
The compilation, dated Aug. 1, 1943, is prefaced with a state fing it to n 
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ment that the indices have not been examined or passed on by 
the Commission. 

In its general notes to the compilation the engineering sec- 
tion said the indices were on the basis of 1910-14, equalling 100, 
broken down into eight regional sets shown on an attached map. 
It described the sources of the data as follows: 
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The indices shown for accounts which include items such as grat 
ing, tunnel excavation, bridges, ballast haul, and tracklaying and 
surfacing were developed from analysis of major construction com 
tracts covering a period of over thirty years and from joint studies 
made with the various subcommittees of the Presidents’ Conference 
Committee. The indices shown for material accounts such as ties, 
rails, other track material, ballast, and fences were based on studies 
of carrier’s returns to Valuation Order 14, joint studies made with the 
various subcommittees of the Presidents’ Conference Committee, well- 
known engineering and trade publications, contracts covering majo 
construction projects over a period of thirty years, and other infor 
mation furnished by individual carriers. 
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The engineering section said the indices represented tel 
ritorial index factors and were of value in indicating trends 
They were not, it added, necessarily applicable for use in tht 
determination of reproduction costs on individual railroads 
telegraph or telephone companies, or other utilities. 

































ALLEGHENY ADVISORY BOARD MEETING 


The fall meeting of the Allegheny Regional Advisory Board 
will be held at the William Penn Hotel, Pittsburgh, Pa., Sep 
tember 21 and 22. 
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jpreign-Freight Forwarding 


Witnesses representing foreign-freight forwarders, appear- 
wat a hearing of a subcommittee of the House committee on 
all business in New York this week, stressed the impracti- 
hor sility of regulating the foreign-freight forwarding business. 
‘hich was pointed out that the business was not standardized in 
ewer Miyy Way. Foreign-freight forwarders, according to the testi- 
Any, handled many transactions in various combinations of 
H.sices, no two of which were exactly alike. Among the serv- 
I; performed were those of aid in financial transactions, in- 
Hance and the arrangement of special packing, warehousing, 
Hal trucking and, in wartime, the obtaining of export licenses, 
| ording to the testimony. Foreign-freight forwarders, it was 
ot Ainted out, were called on to handle the widest variety of 
rer’, (gmmodities to all points of the globe over the facilities of all 
f its pes of transportation. It would be impossible to set up a 
t.P, edule of charges covering all these details, the witnesses 
neing “Boreed. 
A = H. S. Dorf, president, H. S. Dorf and Company, said that 
a. J» of the attorneys for the Maritime Commission, which has 
Fnder way an investigation into foreign-freight forwarding 
ctices, had charged that there were numerous complaints 
sto those practices. It was pointed out that, among the many 
ousand transactions, the commission had cited only fourteen 
omplaints in instituting its investigation. Ralph H. Hallett, 
jrector of the division of regulation of the Maritime Commis- 
jn, said that the commission took the position that the for- 
im-freight forwarders were performing a needed function in 
apediting foreign commerce and that the commission wanted 
em to continue operating under fair charges. 

Representative Eugene J. Keogh, New York, chairman of 
the subcommittee, who presided, asked Mr. Hallett if he knew 
of specific cases of discrimination by foreign-freight forwarders. 
Hesaid he did not, but that ‘‘the opportunities for discrimina- 
tion may exist.” 

There were protests against the voluminousness of ques- 
jomaires sent out by the Maritime Commission in its investi- 
ation. Mr. Hallett said it was the commission’s “statutory 
uty” to develop the facts in the industry and, if it could not 
et them in any other way, it “must go through with the ques- 
honnaires.”’ He said modified questionnaires suggested by some 
rwarders would not serve the commission’s purpose. 
Forwarder witnesses said the questionnaires could serve no 
wpose other than to give claim lawyers a chance to make 
oney. They added that, if regulation of their businesses were 
1 tempted, it would mean the destruction of the foreign-freight 
te is iwarder industry. 
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"i Post-War Marine Planning 


you 

A post-war planning committee, headed by Commissioner 
ickery serving as chairman, and Commissioner Woodward 
ving as co-chairman, has been appointed by the Maritime 
ommission to develop plans for the American shipping indus- 
y after the war. 

The commission said it acted pursuant to its statutory 
responsibility under the merchant marine act of 1936, requir- 
ing it to make various surveys to determine the shipping re- 
quirements of the United States and to assure the maintenance 
of amerchant marine adequate to the needs of commerce and 
defense. In a statement the commission said: 


Wage 
asha | 
nter- 


the 


lling 














1 the 
Tates 
esup- 
rticle 
bolt. 
lware 
€ use 
what 


S2 
& Ba 


. 46, 
used 
3 not 
cally 
ucts, 
fect, 


f an 
of a 


boro 
, the 








u of 
con- 
It of 
1942. 
state- 
yn by 


r sec: 
y 
ae The economic survey made in 1937 resulted in various measures for 

P- Bthe upbuilding of the American fleet, notably a 10-year plan for the 
replacement of obsolescent vessels and a training program for the 
development of an efficient seagoing personnel. The current survey is 
expected to provide a broad background of information which will 
enable the Commission not only to plan for the immediate post-war 
veriod but to formulate a long-range program as well. 
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In addition to the commissioners, other members of the 
ommittee are: 


_ From the Maritime Commission: R. E. Anderson, director, divi- 
sion of finance; James L. Bates, director, technical division; Henry L. 
Deimel, Jr., director, division of economics and statistics; Ralph H. 
Hallett, director, division of regulation; Gerald H. Helmbold, director, 
livision of operations and traffic; Harvey Klemmer, economic adviser 
0 the commission; Donald E. Lawrence, chief examiner of the exam- 
ning division; Huntington T. Morse, assistant to the chairman; Daniel 
S. Ring, director, division of shipyard labor relations; S. Duvall Schell, 
Fxecutive director, and Wade H. Skinner, general counsel. 

From the War Shipping Administration: F. M. Darr, director of 
Taffic; Telfair Knight, assistant deputy administrator for training; 
William Radner, general counsel; David E. Scoll, assistant to the ad- 
inistrator,. Mr. Klemmer is serving as executive secretary of the 
ommittee. Walston S. Brown, assistant general counsel for the com- 
lssion, is serving as counsel. 
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dl The commission has also designated various subcommit- 
ees to deal with specific aspects of the post-war problem. The 
umber of committees may be expanded as the survey pro- 
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gresses. Subcommittees thus far established, with chairman, 
follow: industry co-operation, Commissioner Woodward; labor 
co-operation, Mr. Ring; international and interdepartmental 
relations, Mr. Morse; trade routes, and port facilities, Mr. Darr; 
commerce and economics, Mr. Deimel; shipping and national 
defense, Mr. Morse; ships and ship design, Mr. Bates; shipping 
finance and insurance, R. E. Anderson; conference and rate 
structures, Mr. Hallett; shipping and overseas air transport, 
Mr. Anderson; domestic shipping, Mr. Helmbold; tankers, Mr. 
Bates; merchant marine personnel, Mr. Knight; law and legis- 
lation, Mr. Skinner. 





TARIFF LIST 

The Commission has issued supplement No. 45 to List No. 3 
of corporate names of common carriers by rail (including 
express), water or pipe line (including names of their re- 
ce.vers or trustees, if any) filing tariffs, concurrences, or powers 
of attorney with the Commission. The list was compiled from 
the Commission’s records by the section of tariffs of the 
Commission’s Bureau of Traffic. It cancels supplement No. 44 
and says that supplements Nos. 38 and 45 contain all changes. 


W. S. A. RATE ORDERS 

The War Shipping Administration has issued the following 
rate advices and orders: Rate advice No. 64, rates and sur- 
charges, tankers, petroleum and petroleum products in bulk, 
split loadings at Netherlands West Indies ports and Trinidad 
for Brazil, and part cargo transfers from Netherland West 
Indies to Trinidad; rate advice No. 65, rates and surcharges, 
tankers, petroleum and petroleum products in bulk, from Carib- 
bean ports to Brazil; rate order No. 194, rate and surcharge, 
sulphur in bulk, from Galveston, Tex., to Tampa, Fla., and rate 
order No. 195, rates and surcharges, coal in bulk, from U. S. 
Atlantic and Gulf ports to Chile. 





LOUISIANA-TEXAS INTERCOASTAL ASSOCIATION 


The Intercoastal Canal Association of Louisiana and Texas 
will hold a one-day conference at the Rice Hotel, Houston, 
Texas, August 26. Congressman Joseph A. Mansfield of Texas, 
chairman of the House rivers and harbors committee, will 
speak on the authorization of immediate projects in the rivers 
and harbors bill and on plans for post-war waterway projects. 
Other members of the Louisiana and Texas congressional dele- 
gations are expected to be present. There will be a discussion 
of the program for future activities of the association. C. S. E 
Holland, president, will preside. 





W. S. A. AND CARGO INSURANCE 


Provisions for the establishment of a ‘““New York City cargo 
underwriting office’ of the War Shipping Administration, to 
facilitate the underwriting of facultative cargo war risk insur- 
ance, are contained in supplement No. 2 to general order 
No. 6, Revised, of the W. S. A. According to the order, the 
underwriting office is to be a unit of the W. S. A. division 
of wartime insurance at 99 John Street, New York 7, N. Y. 
The order calls for establishment of a new procedure, to be 
known as the ‘over-the-counter’ procedure, for the under- 
writing of cargo war risk insurance on a facultative or special 
risk basis, “effective with the date -of opening of the New 
York City cargo underwriting office.” The order also pre- 
scribes standard forms to be used in connection with cargo 
war risk insurance. 





Digest of New Complaints 





No. 29006, Export Rates to Pacific Coast ports. 

The Commission has instituted an investigation into and concern- 
ing rates, rules and regulations maintained by common carriers 
by railroad subject to the interstate commerce act on freight trans- 
ported to Pacific Coast ports for export, as published in tariff of 
Agent L. E. Kipp, I. C. C. No. 1485, supplements thereto and reis- 
sues thereof, with a view to determining whether such rates, rules 
and regulations, or any of them, are unreasonable or otherwise 
unlawful, and to making such order or orders as may be proper in 
the premises. All parties to the tariff are made respondents, and 
the hearing is assigned for Sept. 15. 

C-375, Cleveland, Columbus & Cincinnati Highway, Inc., Cleveland, 
O., vs. Lecrone-Benedict Ways, Inc., Detroit, Mich. 

Alleges as unjust, unreasonable, inequitable and prejudicial, and 
in violation of section 216(c) of part II of the interstate commerce 
act, division of revenue sought to be collected on and after Sept. 
7, 1943, on interchange traffic performed in and through Ohio, West 
Virginia, Indiana, Illinois and Michigan. Asks a cease and desist 
order and finding that present divisions are just, reasonable, equit- 
able and not prejudicial to the parties. (Paul J. Hergenroeder, 
1438 Midland Bldg., Cleveland, O.) 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. Ture Trarric WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promatly informed.—Editor THz Trarric WorRLD. 





The Oakland, Calif., Traffic Club will hold a truck night 
dinner meeting, August 17, at which there will be a program 
of entertainment. Ed Adams, Commercial Drayage Company, 
will be chairman. 


The bowling league of the Motor City Traffic Club of De- 
troit will open its season at the Lucky Strike Recreation alleys, 
September 16. V. H. Trosell is secretary of the league. 

The Pacific Traffic Association held a motor transport 
night dinner meeting at the Mart Club August 10. There was 
a program of entertainment. 

Hubert S. Turner, author and lecturer, will speak on 
“When Will the War End” at a luncheon meeting of the Los 
Angeles Transportation Club, August 16. Chariman for the 
day will be Dave Shearer, executive vice president, The Truck- 
ing Industry. Walter Jordan is chairman of a committee ar- 
ranging a softball game for club members at Griffith Park, 
August 29. 


W. J. Kraft, manager at Jacksonville, Fla., for the Uni- 
versal Carloading and Distributing Company, has been elected 
president of the Traffic Club of Jacksonville, by the club’s 
board of directors to the term of Henry S. Williams, who re- 
signed on being appointed district freight agent at Greenville, 
S. C., for the Seaboard Air Line Railway. Paul R. Dupree, 
traffic manager, American Lumber and Heating Company, has 
been elected vice-president, succeeding Mr. Kraft. At a lunch- 
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eon meeting held recently, Clifford G. McGehee, president Jack 
sonville Paper Company, spoke on “Free Enterprise.” ’ 


OVERTON PACIFIC,PORT PRESIDENT 

In the account of the annual conference of the Pacific 
Association of Port Authorities, Traffic World, Au 
322, it was erroneously stated that George H. Moore, 
geles, had been elected president. Eugene Overton, pr ident! 
of the Los Angeles Harbor Commission, is the associatfoysl 
new president. i 


Oack 





I. C. C. PRACTITIONERS 


The following have been admitted to practice bef 
Commission: Ira W. Butterfield, Bay City, Mich.; 1. 
Clark, Savannah, Ga.; Louis Dewitt Hale, Washington, TD: 
Frederick G. Hamley, Washington, D. C.; Dow W. Ky, 
Washington, D. C.; Carl W. Krohl, Chicago, Ill.; Vernoy , 
Lowrey, Washington, D. C.; Thomas P. O’Brien, San Fan 
cisco, Calif.; Harold C. Osburn, Chicago, Ill.; Crawfoga 
Pilcher, Atlanta, Ga.; Charles F. Prael, San Francisco, ¢ili 
Wallace L. Schubert, Washington, D. C.; Elbert A. Stéthio 
Lewiston, Ida.; James S. Wilson, Jr., Atlanta, Ga.; Josep, | 
Worthen, Boston, Mass. ry 





WAR RISK INSURANCE RATES bs 


- 


The division of wartime insurance of the War Shippin 
Adiministration, effective Aug. 12, has announced a coh 
revision of war risk insurance rates on export cargoes in ‘hod 
trades and on certain cargoes imported into the United State; 
in bulletins C-24 and C-25. , 





CHANGES IN DOCKET 
Hearing, 28991, August 12, Washington, D. C., postponed to Aug 
19, Washington, D. C., before Commissioner Patterson and Examing 
Mattingly. 
Hearing MC F-2220, August 12, Springfield, Mo., canceled. 





You may either write or wire our Washington officd | 
for information concerning matters in any departmen{ | 
of the government there, if you are a subscriber (i | 
rHE DAILY TRAFFIC WORLD. 








The Port of Galveston, with its modern ter- 
minals, excellent harbor, first class wharves 
and warehouses, fifty miles of terminal tracks, |. 
eight switch engines and one of the nation’s | | 
largest and finest grain elevators is ..... 
ready and anxious to serve our nation in its 


WHARVES 


F. W. PARKER, General Manager 


(Dallas Office: Cotton Exchange Building) 
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Power for WAR 
Power for PEACE 


Inpustries in the great Northwest, now 
supplying the United Nations’ war machines, 
can swing swiftly to peacetime production. 

After-the-war necessities for the new 
world will roll from these plants because 
power is and will be abundantly available. 

Supplementing production of electric 
energy by private enterprise, an increasing 
supply of power is being generated at 
public-owned dams. Great Northern Rail- 
way’s transportation services were an 
important factor in the construction of 
hydroelectric plants at Grand Coulee and 
Bonneville on the Columbia, Fort Peck on 
the Missouri, and others in the vast region 
between the Great Lakes and the Pacific. 

This is power for war. because it is help- 
ing America to tremendous emergency pro- 
duction; it is power for peace, too, for it 
is attracting important new industries to 
the fast-developing commonwealth served 
by Great Northern. 

The by-products of hydroelectric power 
will be equally valuable—foodstuffs raised 
on millions of acres made productive 
through the magic of irrigation. 


GREAT NORTHERN 
RAILWAY 


ROUTE OF THE EMPIRE BUILDER 
BETWEEN THE GREAT LAKES AND THE PACIFIC 
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FROG BRAND GETS 
THE DROP 


That's Frog Brands job,...halting, controlling The 
Wet, through the full-cut, durable, protection of 
Frog Brand Oiled Work Clothing. Many men have 
put aside their industrial clothing for a bigger job, 
many will return once again to peaceful pursuits 
where protection from rain, moisture, — The Wet 
in all its forms is impor- 

tant. Today, this com- 
pany serves both to the 
utmost of its ability, looks 
forward to the days of 
peace when all its produc- 
tion can be devoted to 
the fulfilment of civilian 
orders. 

THE 


H. M. SAWYER & 
SON CO. 
EAST CAMBRIDGE 
MASSACHUSETTS 


— ane 


FROG BRAND OILED WORK CLOTHING® 
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Personal Notes 


Albert Stimson Ingalls, 69, who retired recently as vie 
president in charge of operations west of Buffalo, N. y fo 
the New York Central, died at Hot Springs, Va., August 
His father, Melville E. Ingalls, was founder and president ail 
the Big Four Railroad, now part of the New York Centemm 
System, and at one time operated the Chesapeake and Op 
on behalf of Cornelius Vanderbilt, founder of the New Yo 
Central. 





Business associates of Charles E. Christopher, who }p 
retired as freight traffic solicitor at Chicago for the [lings 
Central, held a dinner in his honor at the Traffic Clu g 
Chicago August 12. M. E. Botts, Botts Lumber Company 
presided. 





W. F. Connal, chief mechanical engineer, Canadian Ng 
tonal Railways, Montreal, Quebec, has retired after seryin 
with the company 25 years. Frank Williams has been appointej 
to succeed Mr. Connal. 





S. R. Kallenbaugh has been appointed west coast districil 
manager, steel and tube division, Timken Roller Bearing Coy 
pany, at Los Angeles. 





Frank A. Small, formerly assistant traffic manager, Phil 
delphia Quartz Company, has been promoted to the positig 
of traffic manager, succeeding Frank J. Salaba, who died. 

First L’eut. Reed M. Titus, formerly vice-president, Centr 
Forwarding Company, and at present officer in charge of th 
Army-Navy Consolidating Station at Chicago, has been af 
vanced to the rank of major. 


D. I. Burwell has been appointed division freight an 
passenger agent at Poplar Bluff, Mo., for the Missouri Paeific 
succeeding W. D. Arens, who died. A. L. Webb has beg 
appointed division freight and passenger agent at Salina, Kan 
succeeding O. E. Blacketer, who has retired; A. J. Battling 
has been appointed general agent at San Antonio, Tex. 


Members of the transportation club of the Rochester, N.Y. 
Chamber of Commerce, and other friends and associates 9 
Ernie E. Smith, who has been appointed manager at Ne 
Haven, Conn., for the National Carloading Corporation, Wil 
hold a reception and dinner in his honor at the Rochegte 
Club, August 19. 





Joseph E. Terry has been appointed field assistant to th 
general traffic manager, American Airlines, Inc., New York 
Thomas H. Smith has been appointed traffic manager ft 
the Clinton Company, Clinton, Ia. He succeeds J. J. Killea 
who died. 





Mahlon H. Dorman has been appointed general agent 
Wharton, N. J., for the Wharton and Northern Railroad, & 
ceeding Charles H. Chabot, who died. 





Clifford D. Allen, sales manager, Western Paper Box Com 
pany, has been appointed a member of the Board of Po 
Commissioners for the port of Oakland, Cal., for a term of @ 
years. He succeeds Eugene W. Roland, whose term e pired 
Edward J. Smith, Oakland attorney, has been reappointed 
a six-year term on the board. 





George R. Marye has been appointed general merchandg 
agent at Shreveport, La., for the Kansas City Southern-Loul 
ana and Arkansas, succeeding H. N. Nunnally, who resigi 
after serving with the companies for 19 years. J 





Edwin E. Eckert, industrial agent for the Akron, Cail 
and Youngstown Railway and the Northern Ohio Railway, 
at his home in Akron, O., August. 2. He had been with? 
railroad for thirty years and planned to retire September 

L. L. Hall has been appointed perishable freight agent 
the Chicago Great Western Railway at Chicago, IIl. 





The abstracts of tariff filings, rejections, suspe@ 
sions, etc., as printed in each issue of THE DAW 
TRAFFIC WORLD enable subscribers always to 
sure their tariff files are up-to-date. 
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MERCHANTS MOTOR FREIGHT, INC. 


In the 
Middlewest 









meme mmm 


Rac iar 


ST. PAUL 


MERCHANTS 
MOTOR FREIGHT IMC. minnesota 








We are engaged practically—100%— 


handling cargoes for the war effort 
and are proud of our part in this vast 
undertaking. 


* 


Port of Tacoma 


TACOMA, WASHINGTON 
* 


The Port of Tacoma and its personnel 
looks forward to normal peace time 
operations. A continued purchase of 
war bonds will hasten this realization. 


| August 17—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
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Docket of the Commission || =~ 





NOTE—Items in the docket marked with an asterisk (*) have been tT A 
added since the last issue of THE TRAFFIC WorRLD. New assignments | . 
now on the Commission’s docket of dates later than herein shown comm 


will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


| 


i 


Buy 
August 16—Dothan, Ala.—Federal Bldg.—Examiner Johns: War Bone 
MC F-2119—Georgia Stages, Inc., purchase, St. Andrews Bay Trans- and 
portation Co. Stamps 


August 16—Minneapolis, Minn.—Hotel Nicollet—Examiner Higgins. 
MC F-2183—Dakota Transfer & Storage Co., purchase, H. Jaffa, | 
MC F-2242—Matthews Freight Service, Inc., purchase, A. P, Brodin Chi 

August 16—St. Louis, Mo.—Mark Twain Hotel—Examiner Harrison: ica¢ 
MC 31430 Sub. 5—Robertson Truck Lines, Poplar Bluff, Mo., certifi. 

cate to extend operations. 
MC 104417—A. Wiley, White Hall, Ill., permit. 

August 16—Syracuse, N. Y.—U. S. Ct.—Examiner Lyle: ( 
Finance 14190—Application West Shore to abandon and N, Y, ¢ 

to abandon operation of line from Oran to Cazenovia, New York. | 















_—————————_ 


MC 12277—Adams Transfer Co., Athens, Ga., license. 
August 17—Minneapolis, Minn.—Hotel Nicollet—Examiner Higgins: 
MC F-2240—Northwestern Terminal Co., purchase, E. E. Igelsrud, 
August 17—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
MC 50655 Sub.- 14—Gulf Transport Co., Mobile, Ala., certificate tp 
extend operations. 
August 18—Albany, N. Y¥Y.—Ten Eyck Hotel—Examiner Waters: 
MC 938, Sub. 1—Carpet City Trucking, Amsterdam, N. Y., certificate 
to extend operations. 


August 18—Indianapolis, Ind.—U. S. Ct.—Examiner Harrison: 
MC 79391 Sub. 1—Hardesty Trucking Co., Muncie, Ind., certificate to 
extend operations. 
August 18—Albany, N. Y.—Ten Eyck Hotel—Examiner Waters: 
MC 13712, Sub. 1—Roe Movers, Poughkeepsie, N. Y., certificate to 
extend operations. 
MC 47505, Sub. 1—Margraf & Decker, Inc., Clintondale, N. Y., cer. 
tificate. 
August 19—Chicago, !Il.—Hotel Sherman—Examiner Higgins: 
MC F-2249—C. B. Thompson, et al.,.control, Hi-Way Freight System, 
Inc. 
MC F-2245—Decatur Cartage Co., Inc., of Indiana, purchase, Royal} 
Transit, Inc. 
August 19—Indianapolis, Ind.—U. S. Ct.—Examiner Harrison: 
MC 74588 Sub. 22—Marion Trucking Co., Inc., Marion, Ind., permit 
to extend operations. 
August 19—Washington, D. C.—Commossioner Patterson and Examiner 
Mattingly: 
28991—-Passenger fares between District of Columbia and nearby Va. 
August 20—Springfield, Mass.—Fed. Bldg.—Examiner Waters: 
MC 29668, Sub. 1—M. Deloghia, Agawam, Mass., certificate to extend 
operations. | 
MC 95979, Sub. 1—E. H. Dallmeyer, Pittsfield, Mass., certificate to 
extend operations. 


SHI 


A 








August 20—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 72: The Gi 
MC 54591 Sub. 4—Wesson Co., Indianapolis, Ind., certificate. T 
August 21—Orlando, Fla.—Angebilt Hotel—Jt. Bd. 205: 
MC 104339—R. O. Young, St. Cloud, Fla., permit. 
August 21—Springfield, Mass.—Fed. Bldg.—Examiner Waters: BUY UNIT 
MC 59650—Southbridge Trucking Co., Southbridge, Mass., certificate 
or permit. 
August 23—Detroit, Mich.—Hotel Ft. Shelby—Examiner Higgins: TH & 
MC F-2109—Hayes Freight Lines, Inc., purchase, Service Freight 
Line, Inc. A MUNI 
MC F-2260—E. H. Countryman, et al., operation, Boswell Brothers §} 19 City 


Motor Freight, Inc. 
August 23—Indianapolis, Ind.--U. S. Ct.—Jt. Bd. 60: 
MC 40858 Sub. 17—The Silver Fleet Motor Express, Inc., Louisville 
Ky., certificate to extend operations. 
August 23—Montpelier, Vt.—U. S. Ct.—Examiner Waters: 
MC 104453—G. E. Hilliker, St. Albans, Vt., certificate. 
August 24—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 1394—Warren Transfer & Storage Co., Inc., Charlotte, N. C. 
MC 52368—Warren Transfer & Storage Co., Inc., Charlotte, N. C. © 


August 24—Columbus, Ohio—State Comm.—Examiner Harrison: Fe 
* MC 48268 Sub. 8—Fischbach Trucking Co., Akron, Ohio, permit] 
extend operations. ; 
August 24—Concord, N. H.—State Comm.—Jt. Bd. 186: 
MC 104473—R. S. Merrill, Lakeport, N. H., certificate. 


items 
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August 24—Concord, N. H.—State Comm.—Examiner Waters: AY 
MC 570 Sub. 1—Regan’s Express, Portsmouth, N. H., certificate R - 
extend operations. 

August 24—Gainesville, Fla.—Federal Bldg.—Examiner Schutrumpf: ® Productior 
Finance 14171—Application of R. M. Van Kirk and Jacksonville} tas been pos 
| Gainesville & Gulf for permission to abandon line formerly 0 ‘ead the w: 
by latter, from Gainesville to Emathla, Fla. dpe prea: 
August 25—Portland, Me.—Fed. Ct. Bldg.—Examiner Waters: @ door-to-doc 
MC 104412—Walsh Bros., Kittery, Me., certificate. with any othe 
August 25—Washington, D. C.—Examiner Romero: Are you ge 
* Finance 14276—Application of G. N. to acquire railway properties and conveyors off 


stock and to operate certain lines in North Dakota. 
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SERVING 
IMPORTANT 
GATEWAYS 


CHICAGO 


oe 22 










ae COUNCIL BLUFFS (OMAHA 

ar Bon 

and MINNESOTA TRANSFERS pay 
Stamps ST. JOSEPH 


Chicago Great Western Railway 
The Corn Belt Route 


SERVING AMERICA 
TIL VICTORY 


442 


TRANSCO SYSTEM, Inc. Offices in 


Principal Cities 
DENVER, COLORADO Coast to Coast 





SHIP WALOS ANGELES! 
| HARBOR | 


The GATEWAY to VICTORY ...... 
ck |: Pe 
TO WORLD WIDE TRADE..... 
BUY UNITED STATES WAR SAVINGS STAMPS and VICTORY BONDS 
We invite your routing of cargo via— 


ant} HE PORT OF LOS ANGELES 
A MUNICIPAL ENTERPRISE DEVOTED TO PUBLIC SERVICE 
others #189 City Hall M. G. Rouse, Secretary 


ermit 


miner 





y Va. 


ificate 








sville, 










NAr 


ate to 


% Production of victorious quantities of war goods 
been possible only because American industry 
the work. 
a Spreading the work is practical only because 
tuck-Trailers—which link associated plants with 
‘door-to-door, time-table service that isn’t possible 
wih any other transport method. 
Are you getting the full value these over-the-road 
Conveyors offer you? 
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Cut 
R EXPRESS COSTS 


by packing compactly 


, | Shee 








AIR EXPRESS shipments receive such careful handling that 
the need for heavy cases and bulky packing is often elimi- 
nated. Whether your shipment weighs a pound or a ton, 
follow these two simple rules to cut AIR EXPRESS costs and 
to save space vitally needed for war goods: 


1. Pack compactly, but securely — to obtain best ratio 
of size to weight. 


2. Break large shipments into smaller units whenever 
possible. 

And for fastest delivery — ship early, as soon as package 
is ready —as early in the day as possible. 


Air Express Speeds War Program 


TODAY, Aik EXPRESS not only serves the home front but is 
also working hand in hand with the Army and Navy to 
supply our fighting fronts throughout the world. 
TOMORROW, air ExpPREsS will girdle the globe in inter- 
national peacetime commerce . . . to bring all foreign 
markets to the doorstep of American business. 


ZSS 


Gels there HAST 


Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 
Representing the AIRLINES of the United States 


write for our quick-reference handbook on 
“How to Ship by ain ExprEss During Wartime.” Dept. PR-3, 
Railway Express Agency, 230 Park Avenue, New York 17, N. Y. 
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August—26—Boston, Mass.—Hotel Manger—Examiner Waters and 
Bds. 231 and 69: ut, 


MC 30900, Sub. 5—R. D. Filkins, Dalton, Mass., certificate to extend 
operations. end 


——e , MC 66562, Sub. 517—Railway Express Agency, Inc., New York, yn Y 
i i certificate to extend operations. > $9 
GREAT PORTS ; MC 91997, Sub. 1—A. A. Pepin, Walpole, Mass. 
A) OGF’ d August 27—Boston, Mass.—Manger Hotel—Examiner Waters; 
MOBILE - NEW ORLEANS é : 


MC 53540 Sub. 2—H. D. Kahn Transportation Co., Boston, Mass, 
certificate to extend operations. : 


August 28—Boston, Mass.—Hotel Manger—Jt. Bd. 231: 
MC 66562 Sub. 503—Railway Express Agency, Inc., New York, N, y 
certificate to extend operations. ae 


Classified dverlising 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell, 

(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 
Writ 6 time, 13 time, 26 time, and $2 time.Classified dis discount rates . 























WANTED—Several experienced railroad rate and division men, 


familiar with either freight or passenger rates and divisions. Gener 
FOR INFORMATION PLEASE office employment with large railroad in California. Seniority, fitnesy 


and ability govern assignments and promotion. Must have good know 
CONTACT OUR OFFICES: 


edge of Transcontinental Tariffs and Western Classification. Give fyi 


particulars as to experience, age, draft status and salary desired. Ws 
NEW ORLEANS Manpower Commission Availability Certificate required. Address Boy 
CHICAGO 142, Traffic World, Chicago address. 
a= - sacenatiiaiae ee ad POSITION WANTED—As general manager or traffic manager 4 
a ® ® bd Ld ° short line railroad by young man 35 years of age, draft exempt, i 
Vy BESS ESI) | Shipping Co.Inc. years experience short lines. Now employed, desires change. A; 
references. Box 149, Traffic World, Chicago address. 


The DIXIE FLASH:cre==. ae = =m 


. = 
The TEXAS FLASH siicire See 
common] OKLAHOMAFLASH '225;c8ichssr: | —_teealled 





AIR MAIL PASSENGERS AIR EXPRESS 
Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System. P I I 7 ae 
ACC PUN AWE RICAN GRACE AIRWAYS 


CHRYSLER BUILDING, NEW YORK 
| * Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Bueno Aires, Argentina 
! 


SERVING PANAMA + COLOMBIA + ECUADOR - PERU + BOLIVIA + CHILE + ARGENTINA - BRAZIL 
a ar SEND rie 


ALLIED 


VAN LINES, we 


WORLD’S LARGEST LONG-DISTANCE MOVERS OF HOUSEHOLD GOODS -. OFFICE FURNITURE AND EQUIPMENT 





